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RARIN' TO GO... 


Take a turn at the wheel of the new Austin-Healey 100-Six either in 
competition or just for a family holiday spin. Corner tricky hairpins... glide 
through heavy traffic...flash down an open straight. You'll discover that 
the maneuverability and eager response of this powerful, road-hugging 
thoroughbred is so fast and sure you'll wonder if it’s reading your mind. 


Alustin-ttealey 


100-SI1X 








...and the price tag won't flag you down! 





THE SPORTS-CAR OF SPORTSMEN 














Rear jump seats make the 100-Six a true sports-car the entire family can enjoy. Twelve months’ warranty on parts. 


Represented in the United States by 


ec sewmealie eee AUTOMOTIVE CORPORATION ° 27 West 57th Street, New York19, New York 


} A product of The British Motor Corporation, Ltd. * Sold and serviced by a nationwide network of distributors and dealers. 
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The Marquis de Portago 


(1929-1957) 
A MEMORIAL TRIBUTE 


In his own words and in the words of some of his 
greatest competitors — a portrait in sound of rac- 
ing’s most colorful figure. 





RLP 5007 $5.95 


PHIL HILL 


STIRLING 
MOSS 


A PORTRAIT OF BRIT, GREATEST RACING DRIVER 
* 


AROUND THE RACING CIRCUIT WITH A GREAT AMERICAN DRIVER 


RLP 5005 $5.95 RLP 5004 $5.95 RLP 5006 $5.95 

Here for the first time you can bring three of the finest drivers into your own home via these LP 
recordings. Listen to them discuss their racing careers, experiences, techniques and opinions. Hear 
Phil Hill (RLP 5005) as he tells of the problems of hurling a Ferrari through a 130 mph corner, his 
eye-witness account of the 1955 LeMans (accident and race), his early experiences, etc. Stirling 
Moss (RLP 5004) takes you racing with Mercedes Benz, discusses driving techniques, rates the 
world’s drivers, etc. Carroll Shelby (RLP 5006) top U.S. driver explores the American racing 
scene, takes you behind scenes in Europe, etc. After you hear these three absorbing recordings 
you will have a keener insight into the qualities which make for championship driving, which in- 
spire these men to approach so closely to death time and again. These and dozens of other subjects are 
discussed at length by Moss, Hill and Shelby. Get vour copies today. Just $5.95 for each LP. 





In the pits at Nassau, 
PIT STOP pit activity, conversa- 

: tions, emergencies, 
high emotion. The story 
of a typical race; driv- 
ers meeting, LeMans : 
start Portago, Moss,  Asolid hour of just sounds The 1956 race . . . over an 


of racing cars in spectacu hour of sounds, interviews, 


Shelby, Hill etc. Fabu- lar HI-FI. and an hourly report of the 


race 





lous sounds as usual. RLP 5002 $5.95 RLP 5001 $5.95 


Please rush the records checked. [] 5001 [] 5002 /[] 5003 5004 [£) 5005 
RIVERSIDE RECORDS 


|} 5006 ([) 5007 at $5.95 each. | enclose $ . Send the records postpaid. 
553 WEST 51] ST. ; 
Name 
NEW YORK 19, N. Y. 


Address 
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letters 


crosley special 





For your collection of “under 750 CC” 
sports cars, I am enclosing a few photos of 
a modified Crosley, which has been under 
construction by Mr. Don Brooks and my- 
self for the past couple of years, and which 
is now almost completed with the excep- 
tion of hydraulic brake system, mechanical 
brakes still being operated. 

The cast iron block motor has been much 
modified by the addition of Braje equip- 
ment and dual carburetion, shortening’ of 
drive shaft, etc., and conversion to right 
hand drive. Radiator, fenders, and other 
parts are original American Austin, with 
odds and ends from many American cars. 
Total weight of car ready for the road is 
seven hundred eighty pounds, making for 
excellent acceleration and roadability. 


S. A. Thaler 

Supervisors of Millcreek Township 
2628 Colonial Avenue 

Erie, Penn. 


postponed requiem 

Orchids to SCI for its splendid article, 
“Play It By Ear’, (August, 1957). I espe- 
cially appreciated your kind appraisal of 
\K Miller’s fine attempt as the lone Amer- 
ican entry. 

As I see it, the newspapers missed a fine 
opportunity to play up the human interest 
angle. The “El Caballo”, being essentially 
a highly modified Detroit iron, in its at- 
tempt to win one of the most trying races 
in the world against very expensive road 
racing machines was in effect a Tom Swift 
epic. 

AK Miller’s chrysler was financed largely 
by contributions. Many who know as little 
as I about high performance vehicles do- 
nated to the cause—hoping that an Ameri 
can product would dust off the foreign 
mix-masters! Now that the Mille Miglia 
is no longer, I don’t think the “El Caballo” 
is of any further use. With the Mille Mig- 
lia under his belt, AK should be able to 
revamp the Chrysler accordingly. 

Bill Weston 
Eldorado, Ark. 


AK is planning to race “El Caballo” in this 
country. First stop ts Bonneville. Next, 
racing on the West Coast in club events. 
Ed. 


(Continued on page 7) 







FREE with your subscription to The Autocar. 


Start with the three huge Motor Show issues. 


Visit the 1957 London Motor Show .. . for 
only $10! Through the pages of The AUTOCAR 
—the world’s leading automotive weekly— 
you can, for three successive weeks, cross the 
Atlantic and spend as long as you wish explor- 
ing the new ’58 models, opening doors, and 
peering under hoods. Totalling NEARLY 1,000 
PAGES, the THRzE greatly enlarged London 
Show Numbers, in October, completely des- 
cribe and picture the vast International Motor 
Exhibition at Earls Court, London. Far from 
the jostling crowds you will enjoy detailed, 
stand-by-stand descriptions of NEXT YEAR’S 
CARS, profusely illustrated with brilliant 
photographs and clear technical drawings. 
Why not subscribe to The AUTOCAR now? 
Your subscription will start with these giant 
1957 London Show issues AND we will send 
you a FREE copy of the $2.00 “The Autocar 


RESERVE YOUR 
128 PAGE BOOK & 





Road Tests of 1957 Cars” with over 30 Road 
Tests of the world’s leading cars. Clip this 
order blank now . . . take out a year-long policy 
that promises you at least 52 evenings when 
you'll enjoy the latest in automotive news, 
“know-how ” and pictures brightly- 
written factual reports covering the latest 
international sporting events. The AUTOCAR 
frequently scoops the world—features startling 
‘““ exploded” drawings of the newest designs. 
Clip and mail the coupon TODAY to make 
sure of your copies of these grand London 
Show Numbers and the book of Road Tests! 





What you will read in these superb London Motor Show issues 


The LONDON SHOW GUIDE 11 OCT. 


Illustrated, introductory details of 
outstanding exhibits in the auto- 
mobile, accessory and component 
sections . . . a tabulated Buyers’ 
Guide with specifications, to the 
1958 cars. 


The LONDON SHOW REPORT 18 OCT. 


The biggest issue — covers the 
whole exhibition a stand-by- 
stand commentary by experts who 
know just the sort of thing you 
want to read . detailed specifica- 


The LONDON SHOW REVIEW 25 OCT 


A shrewd summing-up of the 
whole 1957 London Motor Show 
A discussion of trends in design and 
performance a unique glimpse 
into the motoring future 





tions of every model on view. 


READ Autocar EVERY WEEK 


These special issues will also contain many of the regular features that have made The AUTOCAR 


the most widely-read automotive weekly in the world. Don’t delay 
acting at once. Send off the order form below . . 


Make sure of your copies by 
. TODAY! 


FILL OUT AND MAIL THIS COUPON TODAY 


Issues. Enter my order for: 


1 year (52 issues) $10.00 
Bo Ee ae ey 


NAME 


Pa oe eww i 


To: Robert Bentley, Inc., 8 Ellery Street, Cambridge 38, Massachusetts 


YES: I should like to read The AUTOCAR—starting with 3 London Motor Show 


Ac scl lay 


3 years (156 issues) $20.00 ) 

I will pay on receipt of your invoice. 

Please send my free copy of “‘ The Autocar Road Tests, 1957 ” on completion of payment. | 
a 
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Who | Demands the Best! 


IT’S CONCOURSE-OF COURSE 
NEWLY LOCATED IN 
PALM SPRINGS. CALIF 






From AUSTRIA 
—the fabulous Motor Minder: 


PERF-O-METER 


Easiest of all minders to 
install. NOT a vacuum 
gauge. Works on balanced 
pendulum system. No mo. 
tor connections. Has 360 
degree, 3%” dial. 

Evaluates road HP—Pulling power 
—Pick.up rate—Hill climbing abil. 
ity — Fuel brand comparisons — 
Braking efficiency-—Stopping dis. 
tances—Deceleration—Wind, 
rolling resistance—Wheel 












From England 


the alignment. Complete 
OIL-COIL 64 page data 
by Runbaken booklet. 
Considered by top $19.95 
race drivers as the 

fastest coil made — ' 

and it is! Can give up to ya, 

7 more h.p.—gets rid of et 

all ‘‘ignition lag.’’ Three 

times hotter than stocl: 

coil. Your regular coil 

can test 10.000 volts — “ Custom 
Runbaken can take TON 
30,000. A real boost for —e 
any car. Réplace your You choose 

















































tan, black, white 
Your own color 
of trim 
MG-TC, TD, TF $32.50 
Mercedes 

Benz 190 ... $42.50 
Above cars are stand. 
ard style tonneaus with the 
Mercedes covering the wind. 
shield. 
The following cars construc. 
_tion allow the sensational 
zip-out cockpit area _ that 
‘keeps this truly custom ton 
neau from being chewed up 


stock coil NOW and fee! 
the true difference oi 
the world’s hottest coil 
6 or 12 volt. $22.50 

Special Run. 
baken condenser 
for perfect igni- 
tion ‘‘balance’’ 
$2.50 ea. 





when tucked behind the 
“Club”’ driver’s seat. 
ng MERE AEL TEL 2 $32.50 
LICENSE ee aes $38.95 
FRAMES Bt CR. 0.0. as ase $44.95 
ee, ee eee $42.50 
bony me y idea Austin Healey $35.50 
or Sport Car Clubs T-Bied © 6.0 6: $38.95 


in years. Your club 


Comes complete in- 
cluding fittings. 
Prices include 8% 
Fed. excise tax 


name on every member's 
license frame. 


Maximum of 15 large 
letters on top strip, 10 
on bottom. Available 
in white or yellow let 
ters on red, blue, 
green, or black 
Minimum initial order Your Cry 
is 10 frames; minimum re-order, : 
5 frames. 

Initial $5.00 pat. 
tern charge on 
first order 

only. Chrome 
plated frames 


For your 
Sport Cars’ 
protection and 


$2.25 per your peace of mind! 
frame. Gold. The BURGLAR ALARM 
colored frames Simple to install. 
$3.10 per Small, 4 0z.. mounts 
frame 


under hood, switch on dash. 
Any tampering with your ‘‘jew. 
el’’ or a bump from a Detroit car 
while parked and it sounds your 
horn for 15 seconds. Resets itself auto. 
matically—Perfect for unlockable cars. 
Only $3.95 ea. 

















Free 
catalog 
on request Cc o.d.s 


xcept 
4% tax. 





aid & 
every thing ee acl P aad 


CONCOURSE 
DEPT. A7 ~- P.O. BOX 788 
PALM SPRINGS, CALIF. 




























very sincerely yours: 


“I CAN’T BELIEVE IT 
OU 
BE .. 
ME 


ARLY this spring, as the winter began to melt, at least two 
eastern regions of the Sports Car Club of America began in earnest 
a program which bears intent scrutiny by every other region of the 
SCCA and other racing the country, particularly the California 
Sports Car Club. 

Knowing full well that many sports car owners would like to get at least one 
race under their belts, these two regions, New York and New England, 
realized that a majority of the nose-at-the-window types were merely suffering 
from a galloping case of cold feet brought on by inexperience. Those who 
did jump feet first into a novice race often got into serious trouble and 
were lost forever to the wonderful world of racing for kicks and cups. 

With a large piece of help and organizing by Fred Proctor, as well as many 
others, the two regions started a continuing series of driving schools at 
Thompson and Lime Rock. The first time one of these schools was held, 
last April, the organizers didn’t expect much of a turn-out—maybe twenty 
or so simon-pure novices znd maybe five or six Senior license holders. Before 
the day was out over 90 aspiring handlers had showed up. Too many to 
handle adequately, in fact. Since that time, in order to give adequate instruc- 
tion, schools have been on an appointment-only basis with selection being on 
a first come, first served basis as each session was announced. So much for 
popularity. 

Each session began with an explanation of the course and its particular 
problems after which the budding drivers are sent out with a license holder 
and then turned loose for observation by other licensed handlers. At the end 
of the session there is a strong critique. Those with clear records for one 
or more sessions are then given provisional tickets and allowed to race in 
the next meet any novice races as such and a lot fewer 
“incidents” It bears thinking about. 


snow 


clubs in 


There are no longer 
as a result. 


. . * 


This issue should be in hands shortly after the 1957 Bonneville 
Nationals. By then we will all know whether or not a sports car (or several) 
has broken the 200 mile an hour barrier and taken the record held by the 
Mabee Chrysler for three years. What won't be too apparent will be why they 
did or did not crack the record and the barrier. In the next 
Huntington analyzes the problems of going two hundred per in anything 
other than an out-and-out streamliner. This time of the year is record- 
breaking season—maybe at this time next year you can crack the barrier! 
Also coming up: The story of Sam Hanks, the man who is equally at home 
in an Indy winner, a 6.P. Ferrari or Murphy's Kurtis Buick; 
interesting yarn on what can happen when you 
too seriously—this one you can’t afford to miss; 


your 


issue, Roger 


also in is an 
take the maintenance kick 
it’s a shocker. 

—john christy 
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. IT CAME 
COULDN’T 


“YA WOULDA DIED LAUGHIN’ 
TA NOWHERE THIS GUY IN A VW 


. CAN’T BE TRUE .. 


. PINCH 


SO HE TAKES A SHORT 


PRESSION ON HIS FACE.” 








WANTED TO 
BEAT THE MOB TO THE GATES, 
CUT 
ACROSS THE FIELD AND CROSSES 
THE FINISH LINE AHEAD OF SAM 

. YOU SHOULDA SEEN THE EX- 

















letters 


(Continued from page 5) 


talented ... 


I thought your SCI Capsule on the new 
Minor 1000 (August issue) was very good, 
aud being a proud owner of one I agree 
with you that this car has finally got the 
power to go with the superior handling 
and cornering characteristics of the Minor 
suspension. I feel that in the next few 
years, the Minor 1000 will take over the 
market now invaded by the VW, as this 
car has all the economy and flexibility of 
the VW and a water cooled engine, good 
heater, and a terrific suspension. 
On acceleration, top speed in gears, and 
overal] top speed, my Minor 1000 agrees 
with your SCI Capsule, but there is one 
point on which I must disagree. Your ar- 
ticle claims a 10 gallon petrol tank, and 
jolly olde England claims a 5 Imperial 
gallon petrol tank. By multiplying the 5 
Imperial gallons by the 1.20094 conversion 
factor, I get a 6.0047 U.S. gallon gas tank. 
{ ran my Minor completely out of gas re- 
cently, and refilled to the top with only 
6.3 U.S. Gallons, including the filler neck 
and all, so I am more willing to believe my 
own figures than your SCI 10 gallon figure. 
Perhaps you had best investigate this, or 
you will have some angry “out-of-petrol” 
Minor Owners writing you nasty letters 
Incidentally, Morris Minor Owners in the 
Middle-West are forming a Morris Mino 
Owners’ Club. We invite new members and 
interested persons who would like to set 
up local chapters in their area to write us; 
Mr. Dane Hooper, 10602 Walden Parkway, 
Chicago 43, Illinois. 
Think your magazine has improved 100% 
in recent months, or maybe it’s just that 
I’m reading more of it now, but am order- 
ing my subscription now so I'll be sure to 
get my issue every month. 

Dane Hooper, president 

Morris Minor Owners’ Club 


help wanted 

I now drive a Corvette equipped with a 
powerglide transmission rigged so that the 
car can be driven with my left leg only. 
Needless to say, an automatic transmission 
can not compare in performance with a 
standard shift car, but due to an injury 
received while in Korea, I have only par- 
tial use of my right leg and cannot work 
the accelerator and brake properly. I was 
wondering if some of your readers would 
know how I could rig the controls man- 
ually so I could drive a standard shift cat 
with just my left leg? I would be extremely 
grateful to hear from anyone who could 
help me. 

John C. Schenk, Jr. 

3415 West 52 Street 

Cleveland 2, Ohio 


(Continued on page 8) 





Now! Send no cash! SCI readers ordering on coupon below have 
privilege of charging books with robert Bentley, inc., 8 Ellery St., Cambridge 38, Mass. 








Every order shipped or acknowledged the day it is received! 





‘ | 
THE STON) OF MOTOR HALEN 


128 full page illustrations 





with every purchase of 
$12.00 or over! 


THE BIG RACE 
BEST ACTION ILLUSTRATIONS EVER! 


The Road & Track reviewer says: ‘Printed in Germany and described 
as ‘the story of motor racing’ this 216-page book written by Ernst 
Rosemann includes 88 


FRE 


$4.00 


regular price 


ages of well writren text . . . much better 


than found in any other account we have read. The 128 pages 


of illustrations by Carlo Demand are alone worth the price of the book—vshey are absolutely sensational. 
Arranged chronologically, and carefully indexed as to subject, these illustrations portray motor racing's 


progress ... 


Every prominent or outstanding cat ss shown im sts respective era . 1 


ives the story 


behind every big race from the first, and covers the careers of some oj the must excsting names in racing 
bsstory. The beautiful action illustrations depict some of the biggest moments in the biggest races. described 
sm many cases by the actual drsvers themselves. Mercedes-Benz ‘52 to ‘55 racing covered fully. 10.8’ x 7.3”. 
36 The Big Race (on book purchases less tham $12.00) 000 ooo eevee eeeeeeeee eserves ; $4.00 





FREE with every purchase of *6.00 or over 
Scottie Book of Motor Racing 


by Stirling Moss 


Describes techniques, drills and special skills that have made Stirling Moss Britain's 
top racing driver. Best all-round introduction to the sport that exists. Illustrated. 142 
pages. Partial Table of Contents: 1. How to Become a Racing Driver; 2. What is 
a Racing Car?; 3. The Art of Driving Fast; 4. Team Control and Tactics; 5. Great 
Races and their Circuits; 6. Long-Distance Racing; 7. Rally, Hill Climb, Trial, 
Sprints; 8. Speed Records; 9.-Men of Today: a World Alphabet of Drivers. 
49 Scottie Book of Motor Racing (on purchase less than $6.00)......... 


.... $1.00 





Third FREE Offer! Order $18.00 or more worth of books on coupon below and get 
both The Big Race and Scottie Book of Motor Racing FREE! If you already have 
one of these ask for our Surprise Substitute. Guaranteed to please. 











57 Complete Jaguar Factory Service Man- 
val for MK VII and XK 120 Models. After 6 
yrs. of looking, we've found a few! Order Today! 
There probably won't be another opportunity. A 
must for XK 120 or Mk VII owners....... $12.50 
48 Austin Healey 100 Factory Service 
Manval. Thru ‘56. A must for the Austin-Healey 
owner. aR: Tey. I ae =) $8.5 











85 Tuning and Maintenance of MGA by Philip 
Smith. Devoted entirely to MGA and Magnette $5.00 
86 Modern Racing Management by Wyer $4.50 
87 Werld’s Automobiles 1880-1955. Contains 
an international alphabetical list of names, places and 
dates of manufacture of almost 4,000 automobiles 


41 Maintaining Th reed by John Thornley. 
Up-to-date expanded edition of the great saga of MG 
a ft. SI ll eae $5.00 
20 Pursuit of Victory by Karl Kling..........$4.00 


if this is the first time you have ordered 
from us and you are charging your order, 
please send us the names of two stores 
where you have charge accounts; other- 
wise, please send us a check or tell us to 
ship C.O.D. 


37 Juan Manual Fangio, World Chompion. 
5.00 


77 Racing Sports Cars. Brand new by authors of 
Drivers im Action, packed with thrills $2.95 
84 Volkswagen Owner's Handbook... $2.00 
18 Three-Ppinted Star: The Stery of Mer- 
cedes-Benz by David Scott-Moncrieff with St. John 
Nixon and Chants Paget. Far-and-away the best 
book on the Mercedes. 542” x 812", 478 pages, 78 
OE PSE ES eee $7.50 
56 “MOTOR” Yearbook 1957................... $4.50 
83 Press on Regardless. “One of the most 
entertainingly tunny books about sports car people 
you've ever read." Road & Teack................... $2.95 
17 Sports Car Rallies, Trials and Gymkhanas. 

















First book on subject. Big 8Y2" x 11” size. $5 00 
5 Tuning for Speed and Economy... $4.00 
6 Drivers in Action................... vison 


99 MG Workshop Manval......................... $8.50 
7 Sports and Classic Cars... ... 
141 Grand Prix Car, Vol. 1 by Pomeroy..$16.50 
142 Grand Prix Car, Vol. 2 by Pomeroy..$20.00 
143 Grand Prix Car, 2 volume set $32.50 
115 Cer Driving As An Art by Davis........$3.50 
100 Tuning and Maintenance of MG‘s 
151 Modern Sports Car by McCahill $3.95 
138 Design and Tuning of Competition En- 
gines by Philip Smith * $7.50 
76 Automobile Chassis Design... $8.50 
15 Caracciola (autobiography) $4.00 





155 The Sports Car: Its Design and Perform- 
ance By Colin Campbell. The Technical Corre- 
spondence Editor, Road & Track, in answer to a 
request for a good reference book on suspension and 
chassis design says: “*. . . by far the best book is The 
Sports Car: lts Design and Performance, by Colin 

pbell . . ."” Our fastest selling sports car book. 
The first thorough and systematic treatment of the 
sports car from a technical point of view, yet in lay- 
man’s language. Partial Table of Contents . . . Chap- 
ters: Development of the Sports Car; Engine: Cylin- 
der Head Design; Engine: Induction and Exhaust; 
Engine: Miscellaneous Components; Engine: The 
Trend of Design; Road-Holding; Suspension; Chassis 
& Body: Transmission; Brakes; Tuning; Performance; 
Future Development; Glossary of Technical Terms; 
Ss atte nach oncpenan vedananntiipuchoonanen .$6.50 
58 Motor Racing edited by Sammy Davis. Brand 
New! Not only the thrilling story of a great sport, 
but a mechanical guide to the intricacies of motor 
engineering in detail, from drawing board to the 
complete car illustrated throughout with accurate 
a and many photographs. Some chapter head- 
ings: Grand Prix Racing ( Moss); Sports Car Design 
(Heynes of Jaguar); Preparation (Wyer of Aston- 
Martin); Racing Car Design ( Uhlenhaut of Merce- 
des); Disc Brakes; Engine Design; Policy of Design 
(Nallinger of Mercedes); Carburetor & Supercharg- 
ing; Spark Plugs; Racing Tires; Brakes & Brake Lin- 
ings; Braking Problems; Hill Climbing; Motor Racing 
Promotion; 500cc Racing ( John Cooper) etc...$8.50 


163 Automobile Year 1957 (Annual Auto- 
mobile Review from Switzerland) Better than 
ever! The most luxurious picture-and-word re- 
view of motoring, racing and design. Hard covers 
9M” x 124%)”. Supplies limited. Buy this from 
Bentley and get a free copy of Scottie Book of 
Motor Racing or count toward your FREE copy 
SU ee 


28 The High Speed internal Combustion En- 
gine by Ricardo The classic work...............- $12.00 
161 The Volkswagen Story, Beyond Expecta- 
RRR RS iahdcide seeiasecenieaunlla naan $4.00 
175 Stirling Moss’ Book of Motor Sport $3.50 

















45 Avtemobile Engineer's 
Reference Book. 57 British 
automobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 pho- 
tos in 30 main sections cor- 
ermeg every aspect of the design 
and productson of motor cars. 
Buy it from us and get a free 
copy of both The Big Race 
and Scottie Book of Motor 
Racing $20.00 
12 High Performance Cars 
"56-57 ....$2.00 








;— CLIP THIS COUPON—CIRCLE THE BOOKS YOU WISH_., 
| To ROBERT BENTLEY, INC., 8 Ellery Street, Cambridge 38, Mass. 
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........36 or _......49 Free under special offer. Please check. SCI 107 











SPORTS CARS ILLUSTRATED 


O 


CTOBER ’57 








Please send me complete information on the Judson Model VW supercharger installation. 





THE OTHER HALF 


A JUDSON SUPERCHARGER 
For Big Car Performance 


Every VOLKSWAGEN should have one 








50% more horsepower. 
“Big Car” hill climbing. 
Less Gear Changing. 

Safer Passing Acceleration. 
Maximum Performance. 
Minimum Cost! 


THE REAL EXPERTS SWEAR BY IT! 


They are the Volkswagen owners who have experienced this 
new driving thrill for thousands of miles. A JUDSON SUPER- 
CHARGER will give your VW “Hair-On-The-Chest” perform- 
ance. Easy, bolt-on installation, no sacrifice in reliability or 
economy. Thousands in use throughout the world. Complete 
“Do-It-Y ourself” installation kit only $144.00 f.o.b. factory. 


Clip Coupon - . . Mail today for complete information about 
this revolutionary new supercharger. (Declers: A few choice protected 


territories are still available. Write for franchise information on your letterhead.) 





MAIL COUPON TODAY FOR LITERATURE 


ADDRESS. 2x.......00s...sccccoscssesconsesossnessessasssuesasetnssossesuocsescosesoveseseasososooccsesesenseseseteseecessosswasbapbenstesbeonseseeosssnssccessnunescusnasesioos 


TTY. os ccocnserinsnsoncsncnintnnndgbanincbnonteinatlibatiosighitentinbsrightnpenmestnestpeseeseesesconinesteny ZONE STATE 














letters 


(Continued from page 7) 


solid backing 


RE: Criticism of SCI editorial policy— 
count me as one solidly on your side; your 
detailed and technical-yet-understandable 
features are the strength of your magazine, 
being both well-done and unique in terms 
of coverage given by competing maga- 
zines. Your policy is the reason I sub- 
scribe to SCI. Your selection and execu- 
tion of copy is supplementary; watered 
down it would be superfluous. 

Peter G. Scott 

50 Winchester Drive 

Athertan, Calif. 
Thanks for the kind words.—Ed. 


in agreement 

Your Feb. issue was by far one of the 
best I have seen in a very long time! I 
feel this way because it covered two of my 
favorite cars, the Porsche Spyder and the 
Alfa Veloce Coupe. I enjoyed it im- 
mensely!! I knew the Italian ‘hot-rod 
shops’ would go to work on it right away 
and I had some ideas for it myself ...a 
better front anti-roll bar and a “Hi- 
torque” differential. Alfa themselves, I 
guess, intend to improve it greatly too! 
I hear that they “saturate” the Mille 
Miglia with these cars. Personally, { wish 
they would revive the Panamericana 
Race. 

The Porsche Spyder is such a great en- 
gineering masterpiece that I can not cease 
to be amazed by it. And I like it particu- 
larly because it can and is being driven 
on ordinary roads! It would be easy to 
build a detachable hard top and full 
length windshield for it. Its racing record 
and your article point out its ability. 

The article on Formula II cars was very 
good as well and if I had anything to say 
to the F.I.A. I would like to see them run 
just as the old 1500 cc “Voiturettes’” were 
in 1936-1937 etc. 1 mean raced just before 
the Grand Prix races over the same course 
with reduced length according to fuel con- 
sumption. This would enable new drivers 
to become familiar with the Grand Prix 
courses, and I think lap times would be 
nearly equal and toward the finish even 
surpass Formula I cars! 

Frank A. LeGang 
King’s Ferry Road 
Verplanck, N. Y. 


variety... 

Hey! I’ve cancelled my subscription to 
Mad. I now read Sports Cars Illustrated! 
What a mag! Me an’ de boys, we can’t stop 
laffin’. 

Take the latest issue—that cartoon of 
Nuvolari in the K3 was a killer. Who 
traded off the blower cover for the cycle 






























wings and headlamps? And now look at the 
classified ads. “Help Stamp Out Sports 
Cars.” One of the chaps at the Club bel- 
lowed that this was the outstanding exam- 
ple of bad taste to crown your usual medi 

ocracy. lL immediately engaged the bounde: 
in fisticuffs and smote him mightily upon 
the ears. Afterward, over a pint of bitters, 
I carefully explained that yours is a humon 
magazine. Now he’s one of your most avid 
readers. 

But we hain't niver stopped laffin’ since 
yer fust issue. Like that stuff on how to 
tune the MG. And those deals on how to 
soup up your car, like “More Horses foi 
the Healey” and “Vitality for the VW" 
Now how about stories on “How to Take 
the Retard Out of Your Panhard” and 
“More Vatra for the Tatra’. Last month 
that business about fitting the Solex to the 
Triumph and the Jaguar was just great. 
I've always maintained that magazine writ- 
ers and back-yard boys know a lot more 
than those dim-witted engineers who de- 
signed the cars. And hooray for you fot 
exposing the Fiat 1100 cc with its gudgeon 
pin offset 2 mm, I can hear that piston 
slap from here. Congratulations again to 
America’s only humor magazine with a 
sports car slant. So keep up the good 
work. Me? I’m gonna put a souped-up, 
four stage supercharged Thunderjug en- 
gine in my mother’s Hoover nad wipe the 
tracks clean of them foreign jobs. 

With bucketsful of admiration, 

W. K. Frothingham 

251 Main Street 

Shrewsbury, Mass. 
Thanks so much for your letter of en- 
couragement. In return, we would like to 
offer you a position assisting Dr. Snively 
and the Snell Foundation. We understand 
it would give you a real chance to use you 


head.—Ed. 


pro 

I have just finished reading Ken W. Purdy’s 
feature on Portago. SCI should be con- 
gratulated for publishing one of the finest 
pieces of writing ever to appear in an auto 
magazine. May I offer the highest comple- 
ments for an outstanding job. 


R.A. Mitchell 
623 Westview Street 
Philadelphia 10, Pa. 


con 
I disagree emphatically with the tone of 
your article on Portago. 
His incessant slam-bang carlessness is a 
discredit to racing. I say he got what he 
wanted! The pity is he took others with 
him. 
How can we hold the World Champion as 
an example to all other drivers if we laud 
Portago’s techniques? 


S/Sgt. R. S. Coniglio 
2049 AACS Gp. 

Box 88 

McClellan AFB, Calif. 
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CAR RECORDING 


We have produced some pretty fair 
recordings on sports car racing. We 
know we have because you have 
told us so over and over again. 
However, in all immodesty we 
must announce that the recording 
of this year’s Sebring was so suc- 
cessful that we are compelled to 
issue a two record set so that you 
will not miss any of the great inter- 
views and sounds which we cap- 
tured on our specially prepared 
equipment. We went down to the 
wastelands of central Florida, all 
twelve of us, with over two tons of 
recording equipment. The pits were 
wired so that whenever anything 
happened anywhere in the pit area 
we needed only to have one of our 
people plug a microphone into the 
lines and instantly what was hap- 
pening at that spot was recorded 
back at our mobile unit. A custom- 
designed and constructed four-foot 
parabolic microphone shaped like 
a vertical flying saucer was used to 
record the sounds of the cars roar- 
ing down the stretches, shifting 
and braking into the corners. The 
sounds we captured with this device 
are unbelievable—by far the finest 
we have ever taped. Portable high 





















































Name 


at $11.90 per set. | enclose $.............. 





THE MOST SPECTACULAR SPORTS 
EVER PRODUCED 


fidelity recorders, especially made 
in Switzerland, enabled us to get 
interviews before and during the 
race with almost every important 
figure at the track: Fangio, Cun- 
ningham, Hawthorn, Collins, Gin- 
ther, Hill, Shelby, Moss, Portago, 
Salvadori, Kimberly, O’Shea, Tar- 
uff, Chinetti, Von Trips, Von Han- 
stein, Colin Chapman, Wyllie, Dave 
Ash, Duntov, Gregory, Brero, and 
many others. Our pit stops are es- 
pecially exciting, featuring a series 
of stops by Von Trips and Hill, dur- 
ing which they try to diagnose the 
trouble with their 3.8 Ferrari. A 
short scene in the pits immediately 
before the race when we caught the 
Ferrari team en masse twirling yo- 
yos is a delightful satire on our- 
selves. The LeMans start, crowd 
reactions, roaring engines—all make 
for the finest sports car recording 
ever presented. A full-color photo- 
graphic cover of the car Fangio and 
Behra drove to victory plus pictures 
galore in this double album set 
make this a marvelous sound report 
of Sebring 1957. 


Clip the coupon below and send 
today for your copy. 


RIVERSIDE RECORDS bept. $10,553 W. 51st ST.. NEW YORK 19, N.Y. 
Please rush.................. sets of Sounds of Sebring 1957 
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PORSCHE TYPE 718 

Perhaps after reading Roger Hunting- 
ton’s article on page 40, this practical ap- 
plication of his go-fast principles will be of 
interest. First unveiled at the Niirburgring 
1000 kilometer Rennfest in June, Porsche's 
newest Spyder RS2 is 26 pounds lighter 
and, stades of Detroit, nearly five inches 
lower than before, a 10° reduction in 
frontal area. The “trunk lid” is a surface 
type oil-cooler on hinges, which is about as 
ingenious as one can get, and a 5° im- 
provement in penetration is achieved by 
eliminating the nose slot and cleaning up 
the neighboring sheet metal and plexiglas. 
\ir resistance, therefore, is down to 0.855 
(0.90 x 0.95) of its previous value. 

German sources indicate that at its top 
speed of 149 mph (240 kph), the previous 
1500RS, which commanded 135 PS (DIN, 
not SAE), had a ratio of air- to rolling- 
resistance of 6.5/1, splitting the 135 PS 
into 117 for air drag and 18 for rolling. 
Now, if the new body were installed around 
the old power unit, we would find the air 
drag reduced to 100 PS (0.855 x 117) and 
the total drag down to 118 PS at 149 mph. 
Since power required is proportional to the 
speed cubed, and assuming that suitable 
changes are made in the gear ratios, we can 
find the new top speed, 


(V)* = 48 = 1.14 or V = 149 x 1.045 
ao sha = 156 mph. 
This same seven mph increase would 

have cost 17 hard-to-find PS in the old 

body. 

As a matter of fact, Engineer Hild and 
his talented team have managed to find 
about half that much. The cooling fan, 
pumping 1300 liters of air per second at 
7300 rpm, consumes 8.8 PS, all of which 
will be available for go instead of blow 
when they perfect the exhaust-induced 
cooling-air flow installation. (This was 
pioneered by Fletcher Aviation in Pasa- 
dena on a Porsche-engined jeep in 1952-3.) 
For now, the unsightly bulge behind the 
cockpit (the world’s largest headrest?) 
covers the usual Porsche shroud. Even 
more unsightly were the fins added for 
Le Mans’ long “Muldoon” straight, but 
they didn’t prevent Barth from spinning 
eight times in one go. 

Now that the low-pivot point rear sus- 
pension .is an accepted part of the racing 
Porsches, the factory is making changes 
to the front end, which Jesse Alexandet 
details in his Le Mans report on p. 28. 
Stuttgart-Zuffenhausen is evidently profit- 
ing from the proximity of Stuttgart-Unter- 
turkheim as the air is thick with fuel in- 
jection rumors, but nothing official has 
been said by the factory except “Go away.” 














TECHNOTES 


DISPLACEMENT DIFFICULTIES 


I intend competing with my MG-TF 
Series 1300 cc capacity, but as the regula- 
tions in this country allow cars up to’ 1500 
cc capacity, I find myself at a disadvantage. 
Having a spare engine of the TC Series, 
1200 cc capacity, I am interested to know 
whether you consider it possible to raise 
the capacity of this engine. Possibly you 
can advise me as to the type and size of 
pistons, connecting rods, the convenience 
of using rods made of aluminum, and also 
what changes should take place in the cam- 
shaft and fiy wheel. Please let me know the 
name and address of the dealers in the 
U.S.A. from whom I can order the parts 
that have to be changed. 

Trusting that your useful and learned 
advise will help me in the problem men- 
tioned, I remain, 

Jorge Sanguinetti 

c/o Fabrica Nacional de Papel S.A 
Dept. Colonia 

Uruguay, S.A 

I presume both your engines are 1250 cc 
(2.618” bore), as there never were 1200 or 
1300 ce engines. You can bore out .040” 
according to MG factory info (for 1285 cc), 
.060” according to most others (for 1300 
cc), and 080” (for 1325 cc) if you want to 


be a dare-devil. If you bore really big 
(0.125” over on the TC gives 1360 cc), you 
will have to put in sleeves as the cylinde) 
walls aren’t thick enough. For pistons, 
write to: 

Jahns Quality Pistons, Inc. 

2662 Lacy Street 

Los Angeles 31, Calif. 
Tell them the bore size you have chosen 
and that you will be racing. 

When you install the bored-out TC en- 
gine in your TF, use your TF head, mani- 
folds and carburetors for the larger valves, 
better porting, and higher compression 
ratio. (The 1250 cc XPAG-TF is 8.1/1, the 
1500 cc XPEG-TF is 8.3/1, while the TC 
was only 7.2/1.) If you like, take 060” off 
the head. When using the TF head, you 
MUST use the so-called “intermediate” 
head gasket for late TDs. It is distin- 
guished from other MG head gaskets by 
having one large water hole at the rear. 

Use stock connecting rods (polish them 
if you like) and don't modify the camshaft. 
The flywheel may be lightened about 
six lbs. 


CROSLEY CHANGES 


I am building my second Crosley Class 


‘““H” Special and have come up against two 
problems. 

There is an Italian crank for the Crosley 
engine which is stroked two millimeters to 
bring the displacement up to Class “H” 
limits (750 cc). On my first engine I bored 
it .040” to bring the displacement up. Do 
you think, assuming everything else equal 
(comp. ratio, etc.) the stroked crank would 
justify its cost ($£75) over a bore job (at 
$40) ? 

In an attempt to get around the sia 
mesed intake ports, I have considered 
building up a divider to split the ports into 
two halves, approximately 14 x 114 inches 

With these divided ports, I plan to use 
four Amal carburetors. Do you think this 
setup would show any appreciable advan 
tage over stock ports with two Amals? 

N.R. Von Dwingelo 
Storrs, Conn. 


Take the $40 bore job and spend the 
$135 difference ona set of red coveralls 
Your port dividers are an excellent idea if 
you can avoid drastic changes in cross-se 
tion anywhere in your manifold. The ad- 
vantage is that you may now tune you? 
intake system to a particular rpm. You 
won’t find it necessary to go to much, if at 
all, smaller Amals with separate ports 














HEPOLITE-—Piston & Rings 
JAMES—Valves & Guides 
TERRY-—Valve Springs 
PAYEN-—Gaskets & Oil Seals 
BORG & BECK—Clutches 
LUCAS— ignition, Lamps, etc. 
GLACIER-—Engine Bearings 


Bearings 


Dealers may apply for catalog. 








BRITISH CAR PARTS 


WELLWORTHY-~—Pistons & Rings 


LOCKHEED & GIRLING—Brake Parts 


VANDERVELL—Engine Bearings 
RANSOME & MARLES-—Ball & Roller 


WHITELEY —Woter Pumps, Tie Rods, Universals 


Also top lines of Radiator Hoses, Fan Belts, Oil Filters, Brake & 
Clutch Linings, KLG Spark Plugs, and many others. 


Foreign Car Parts 
LARGEST STOCK IN U.S.A. 


Immediate Delivery 


GERMAN CAR PARTS 


KOLBENSCHMIDT-—Pistons 


ATE—Lockheed Brake Parts 


ATE—Vailves, Ring Sets 


F & §—Clutches 
REINZ—Gaskets 
GREER-— Oil Seals 


SWEF-—Windshield Wipers & Motors 


FRESE—Bumpers & Mirrors 
GLYCO-—Engine Bearings 


BOSCH-—Spark Plugs & Ignition 


: ment parts. 
WHOLESALE ONLY. 


BECK DISTRIBUTING CORP. 


72 East 131 Street, New Yurk 37, N. Y. 


Also JWIS Timing Chains, COG Fan Belts, VARTA Batteries, KITTEL 
Accessories, and many other leading lines of German replace- 


Catalog for dealers only. 
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Ruttman, O’Connor, Sachs and Bryan whistle around the bankings, but Europeans, with exception of David Murray's 
Ecurie Ecosse and Jean Behra, were absent. Neither Farrari nor Maserati seemed anxious to compete with the Indy cars. 


THE MONZA 500: 


WHERE WERE THE CONTINENTALS? 


By JESSE ALEXANDER 
















Billed as the “Race of Two Worlds” the Monza 500 turned 
out to be pretty much a one sided affair with the exception 
of a trio of outclassed but dead-game Ecurie Ecosse Jags. 

But never since the days of the big Mercedes and Auto Union 


had Europe seen racing like the Americans turned on at Monza. 

















VER SINCE Juan Fangio’s lap record around the Monza 
bankings was decisively broken last April by Pat O’Connor 
in the Firestone Kurtis-Chrysler, there has been a steadily 

increasing controversy over Monza, its suitability as a race track, 
and the dangers involved in high speed circulation on the bank- 
ings. The outcome of the Monza 500 clearly demonstrates the 
absurdity of all the loud protestations. Most of the controversy, 
in effect, boils down to a lot of editorial garbage that will only 
hurt the prospects of any future European-American contest. The 
fragility of the European Formula I machine, and the lack of 
progress made in racing tire construction on the Continent, has 
been pointed up more than ever by the Monza race. Just because 
one’s cars are not completely suited to a track, it is no excuse fon 
staying away and then clouding the abstention with a lot of 
words about safety. 

The original noises were emitted by the “UPPI,” an association 
of most of the top professional European drivers headed by Louis 
Chiron, and which came into being at the Niirburgring just about 
one month prior to the date set for the Monza race. This driver's 
“union”, as many people called it, said in effect that the Monza 
banked track was unsafe and that unless the organizers of the 


Both Bettenhausen (above) and Russo in the Novis were thought to have a better chance against the Offies at Monza 
than at Indy. However Russo’s flywheel disintegrated during practice, and Tony’s throttle linkage fell off. 


event did something about improving the safety factor, members 
of the UPPI would boycott the race. Since the members of the 
“union” consisted of most of the top European racing talent, every 
one went around, down at the mouth, saying the Monza race was 
off, now that the Europeans were boycotting it. Such was not the 
case, for the organizers of the Monza 500 miler were going ahead 
full blast with their plans—it was too late to stop. Though the 
lack of European talent would take some of the fire out of the 
event, they were by no means indispensible. Further blasts were 
put out by the UPPI, each blast changing its tune slightly, so that 
one never really knew where he stood. It now appears that this 
association is dying a slow death—from foot-in-mouth disease 
most probably. 

Some of the arguments of the UPPI were absurd. Harry Schell 
said at one point that no man could stand the strain of continuous 
racing around the Monza bankings. One look at Jim Bryan afte 
he won the race at an average speed of 160.01 mph refutes this 
claim; Bryan looked absolutely normal and said that he was not 
overly tired—he chewed on 3 cigars during the event. He was 
perfectly happy and wants to come back again next year. Many 
prophets of doom had said that it was impossible to pass safely 


The only Grand Prix driver to buck the Union was Behra. But he was beaten before he started, as his 250F Maserati 
(below) with a 3.5 liter V-12 engine wouldn’t handle on Firestones, and his 4.2 sports car seized its rear end. 

































































































During practice, 170 mph slipstream pulled ten 
$10 bills from Bryan’s pocket onto the track. 
He parked his car, scrambled to retrieve them. 


Credit: World Wide Photos 








John Lawrence’s Jaguar swoops low as Jimmy 
Bryan rides high on the piste de vitesse, 
finding his way to still more money. 


Credit: World Wide Photos 


on the bankings. Photographs of the D Jags being passed on both 
sides by Indianapolis cars on the bankings clearly demonstrated 
that this was purely a matter of taking the correct line—and 
cooperation between drivers while overtaking. There were no 
accidents; once Fairman in his D type brushed the upper rail 
when he moved too close (Dunlop had told him to stay high to 
conserve rubber) but this was the only hint at any kind of an 
incident. 

Tires were no problem at Monza. All of the cars, except the 
Jags, were running on a special Firestone tread designed by their 
engineering staff for the Monza track. They had brought over 400 
tires with them, in addition to those required by the ten Indian- 
apolis cars, many in European rim sizes so that they could be 
fitted to a Maserati or Ferrari if desired. As it turned out, these 
could have been left in Akron, and with the sole exception of a 
brief effort on the part of Jean Behra from Maserati, the Euro- 
peans were most conspicuous by their absence. 

Behra is a brave boy. He has broken practically every bone in 
his body in the course of his racing career and had just gotten out 
of the hospital recovering from a crash in the 4.5 Maserati during 
practice for the Mille Miglia. On the Wednesday before the 500 
mile race he talked Orsi into preparing two cars for Monza. One 
was the new 3.5 liter V-12 engine placed in a 250F chassis. The 
other was presumably a 4.2 V-8 in the same sports car that he had 
just driven at Le Mans as a 4.5 version. Both were trucked to 
Monza on Thursday and fitted with Halibrand wheels and Fire- 
stone tires. Ugolini told Behra that he could have his choice of 
either machine. 

First in the 3.5 monoposto, Behra began to circulate at about | 
minute—lapping steadily but unimpressively, and nowhere near 
as fast as the Indianapolis cars. After a few laps he came in—saying 
that the car was not handling with the big American tires on it. 
Then he tried the sports car, now considerably cleaned up, and 
the full width Le Mans windshield replaced by a single aero- 
dynamic wrap-around job. Lights were covered up and the whole 
car was considerably lighter than in its Le Mans form. It too 
got around in about 60 seconds; but suddenly the rear end siezed 
up as a result of the rubber boot falling apart on one of the half 
shafts. All the oil came out and she locked up solid. Thus the 
Italian competition folded up in less than an hour’s practice. 

We got the impression that Maserati were not really serious 
in their effort. Chief mechanic Bertocchi was all smiles as the 
sports car was pushed off thé track, and it was obvious that they 
didn’t want to have a real go with the American equipment at 
Monza, and if it hadn’t been for Behra talking them into it, they 
would never have come. 

As for Ferrari, there was no doubt as to his stand on the race. 
The official word from Maranello was, “why should we build a 
special car for one race?—it’s too expensive.” Thus, the fact that 
Ferrari was a no-show at Monza in no way detracts from his pres- 
tige as a racing car manufacturer or builder. The cost of building 
a special car just for Monza would have been prohibitive, as well 
as just bad economics. But he had a few words for the “European 
Driver's Union,” too, stating that his drivers were under contract 
to him and that they would race where he requested them to. 


Peter Collins, #1 Ferrari pilot, then backed out of the UPPI 
stand, saying he would race wherever his boss told him to. The 
matter of tires with Ferrari was, of course, an important factor. 
Englebert, the Belgian tire which Ferrari uses exclusively, could 
obviously not guarantee any safety over 150 mph on the bankings. 
Ferrari had done some testing at Monza months earlier with Fire- 
stone tires, but apparently had decided to stay away completely 
rather than lose the support of Englebert and run American rub- 
ber. Too, in all fairness to the Commendatore, he was busy pre- 
paring Formula I cars for the Gran Prix of France, and he had 
just had to rebuild all of his race cars following Monaco where 
every last one had been crashed. Thus, he wasn’t about to risk his 
equipment in a race where he didn’t stand much of a chance of 
finishing, let alone winning. 

But such was not the mind of David Murray’s Ecurie Ecosse. 
Fresh from his second successive Le Mans victory, the Edinburgh 
whiskey exporter brought the two Le Mans D Jaguars plus a third 
machine, stripped them of all unnecessary Le Mans garbage, fitted 
a special air duct so that the Dunlop tires would get more air 
than the brakes, tuned up the engines and was ready to go. Ron 
Flockhart could not drive, for BRM had wanted him for “testing” 
that week end; but his Scottish compatriots, Ninian Sanderson 
and John Lawrence with Jack Fairman, had all come to Monza in 
a fine spirit, ready to have a “bash” with the Yanks. We can’t say 





































































0 GE 





—tit—tn tt -_.-_. = ———ti—t_ttt « -_ << | =" 
eatienedtinadiitibiee tee ee Fea Re et ee lin Siar, SA 











Ray Crawford leads Jaguars driven by Lawrence and 
Fairman, who had to ride high on the walls to save 
rubber. There wasn’t room enough to mount Firestones. 


Credit: World Wide Photos 


Immediately results were announced, plaudits are 
heaped upon winner Bryan, still in dirty face, torn 
coverall, and cigar. Duane Carter stands next to him. 
Crowd was small, but appreciated Americans’ skill. 


enough about the sportsmanship of Ecurrie Ecosse. If all of the 
European teams had approached this race in the same spirit as 
they did, a race in which their cars were more unsuited than any 
Formula I car, none of the ridiculous statements made prior to 
Monza would ever have been needed. The Le Mans cars, inci- 
dentally, had over 3000 miles on them after Le Mans and then, 
with the additional 500 on at Monza, Jags have really got some 
thing to crow about in their advertising copy. Running on Dunlop 
rubber, they were told they couldn’t exceed 150 mph, thus were 
kept to a lap time limit of about | minute and three seconds—no 
faster. Lack of space in the wheel wells forbade bigger tires to be 
fitted, and so, under every conceivable kind of handicap, the 
Scottish Jaguars were pushed to the starting line on Saturday. 

The start itself was far differert from Indianapolis. The pace 
car on the first heat was a non-too-powerful Alfa-Romeo that its 
driver took extreme precaution not to over-extend. As the cars 
were in line approaching the start, they were paced at a very 
brisk 40 miles per. The Offies were vibrating, and the Novi all but 
fouled up its plugs. To everyone's surprise, the pace-Alfa turned 
off, the starter dropped the flag (not a checkered flag, but an 
Italian flag), and the race was on! Except nobody seemed to 
know it. ‘ 

While Offy drive shafts were still shuddering from the low 
speed lugging, the Ecurie Ecosse boys found low cog and charged 
into the lead. At the end of lap one, Fairman’s Jag appeared all 
by its lonesome and boomed down the stretch with the pack, still 
spitting and “shooting ducks” a straightaway behind. The British 
press contingent, still charged up over Le Mans, were ecstatic. 
Plans were being formulated for an Indy invasion when suddenly 
things went agley. 

Fairman, still all alone, come pouring down off the backing and 
into the chute. As he got within about 100 yards from the start 
finish line, Pat O'Connor, Eddie Sachs, Jim Bryan and Tony 
Bettenhausen appeared on the banking. Before the Jaguar could 
cross the 100 yard interval, the Indy foursome had bracketed, 
passed and disappeared off down toward the next turn. The 
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HELMET DESIGN: 





cemMmMmreor OR SURVIVAL? 

















HEN SCI published Dr. George Snively’s ‘Skull 

Busting for Safety” last July, we were convinced it 

would be one of the most shocking and influential 
articles in the history of automotive journalism. It has 
turned out to be just that. The story has shaken the crash- 
hat industry as it had never been “shook” before. It has 
been widely reprinted. It has wakened practically every 
racing organization in the country, pro and amateur, to 
the need for drastically revised regulations for protective 
headgear. Its effects have been felt in such unexpected 
quarters as the U. S. Air Force, the National Safety Council 
and the American Football Coaches Association. 

Dr. Snively’s blockbuster, based on the first of a series of 
tests he is making for the Snell Foundation of the San 
Francisco §.C.C.A., stated that no helmet on the civilian 
market could meet all the reasonable minimum. safety 
standards, and he told why, Make by make he pointed out 
inadequate shells, harnesses, chinstraps and liners. He in- 
dicated which helmets would be useful in protecting against 
only minor, uncomfortable blows, and he emphasized his 
belief in the superiority of the non-resilient type of liner— 
the kind that absorbs impact force rather than storing it 
mamentarily and then releasing it. 

Che first phase of Dr. Snively’s test program was a very 


tough one, by the embryonic and often naive standards of 


the crash helmet industry. Each helmet was subjected to a 
single heavy-impact of 500 ft lbs, a compression equivalent 
to the head striking a heavy object at a speed of 34 mph. 


16 


If further proof was needed 
that a racing helmet needs to 


be more than an upholstered 
Shell, the “G”’ impact tests 
are here to see. Here is the 


second test series in the 


Snell Foundation program. 


By GRIFF BORGESON 


A 16 pound weight suspended from wires drops at from 
8 to 22 ft per sec velocity, depending on release height, 
and measures acceleration imparted to the head. 


Before this, a 120 ft lb test was considered rugged by the 
industry. Even more significant, Snively tested the helmets 
on the heads of human cadavers for the first time, and the 
heads were X-rayed before and after testing. 

The value of this realistic and unsentimental approach 
seems self-evident; but the doctor’s tests and his bold con- 
clusions were not met with undiluted praise. The loudest 
complaints, not surprisingly, came from some of the man- 
ufacturers whose headgear was not granted an unqualified 
pass. One of them said, “This is supposed to be a series of 
tests of all the aspects of helmet performance. Why draw 
conclusions from just the first test?” 

lo this Dr. Snively replies, ‘““The first test was concerned 
with the basic issue of resistance to massive impact and 
compression. And this ts basic. If these tests had come out so 
that there were various shades of gray, the niceties — a 
5, 10 or 15 percent difference in resistance to penetration 
or abrasion, for example — would have seemed more im- 
portant. But the tests came out black and white. They 
convince me that the first and primary requirements are 
a strong shell and a non-resiliept liner. Only after you have 
these do you dare worry about the niceties.” 

\nother argument was raised by it-can’t-happen-to-me 
members of the racing fraternity. ““Who cares,”” said one, 
“if a guy wants to race with a poor helmet? Let him. It’s 
his business.” 

Says Snively, “This would be fine if it weren't for two 
things. In the first place, insurance rates for races are going 




















At the bottom of its travel arc, 
weight strikes its target — helmet 
mounted ona metal head form. 


Upon impact, helmet and head form 
wired to an acceleration-measuring 


device, is propelled off pedestal. 


Acceleration transmitted to the 
head ts registered by oscilloscope 
and simultaneously photo'd. 
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This eloquent chart shows the bottoming characteristics of helmets tested for the Snell Foundation. “Bottoming” 
occurs when the helmet shell comes into firm contact with the head, regarded as an “intolerable” condition. 
Shortness of the bars indicates helmet’s ability to absorb impact, thereby not transmitting it to the 

head form containing the accelerometer, Wavy arrows indicate bottoming at “g” level at end of bar, with 
continuing acceleration. Last column shows that only helmets with non-resilient liners resisted bottoming. 





up all the time. If we have more serious injuries — not 
fatalities, so much, but disfigurements that the companies 
have to pay on year after year — the rates will become com 
pletely prohibitive and racing will be in bad trouble. Second, 
a rash of lethal accidents is likely to bring about legislation 
that will outlaw racing entirely. So in order to protect racing 
as a whole, you may have to tread on individual liberties by 
making a certain good protective type of helmet mandatory.” 


Ihe Snively massive compression test will go on as new 
helmets are received for testing. Meanwhile, other aspects 
of helmet performance are being explored. The second set 
of Snell Foundation tests was conducted last summer and 
was intended to deal with the same six helmet types used 
in the previous tests. It’s a credit to the protective headgear 
industry's receptiveness to hard-to-get scientific data that 14 
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SPORTS CARS ILLUSTRATED 





Queen Elizabeth examines Rex Hays’ 1894 Panhard et Lavassor (the first gasoline-engined 
car torun on British roads) presented during the Royal Automobile Club’s Diamond Jubilee. 
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Perfection is the only standard that goes where Rex Hays. 
model-maker extraordinary, is concerned. Whether you want 
a twenty-fourth scale Stutz or a complete Grand Prix layout 


in miniature, replete with cars that run, Rex is the man to see. 





Working from the real thing, Hays fine-touches the D-t) pe 
model, made for presentation to Prince Charles. Rex 
gets extreme realism by working from the actual car. 
N a public tribute to Rex Hays, maker of scale model 
cars, a speaker recently remarked that Hayses were as 
rare as archbishops. This, although kindly meant, was 
an understatement. In England alone, the great miniaturist’s 
native land, there are two archbishops, whereas the whole 
world hasn't cradled another automobile modeler to com- 
pare with Rex. Presently, most of his output is earmarked 
for monarchs or millionaires, and he won't rush an assign- 
ment to please either, “Perfection”, as Voltaire mused, “walks 
slowly — she requires the. hand of time.” 

Hays, fifty-two years old, tall, athletic, bald-pated and a 
terrific talker (I’m the world’s biggest gasbag’’), has been 
staying in step with perfection’s loping stride for more than 
four decades. At the age of eleven be conned his way onto 
a footing of friendship with the great Count Louis Vorow 
Zborowski, whose British estates happened to neighbor 
Rex's boarding school. Zborowski repaid the boy’s hero- 
worship by taking him on rides in his then-current Hispano 
Suiza. He didn’t quite go as far as saying “You too can have 
an Hispano like mine” but he did hint at the fun and wii = 
creative satisfaction that might be gotten from counterfeit 
ing the big bolide in parvo. Rex took him at rather more 


than his word, whittling a whole raft of tiny cars, each Close up of the Panhard et Lavassor mode 








one true to a celebrated original, from offcuts of hardwood. (hermetically sealed in its case) presented to the 
Then, to give them a fitting background, he fashioned a 
scale-true replica of Brooklands track, later to be the scene 
of some of Zborowski’s greatest triumphs, 


Queen. lt took Rex five wee ks to make ti 1° » J 
which is on display in London’s Science Museum 


And there began a lifelong career as a decimal decimator 
that climaxed in March of this year with the presentation 
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In 1952, Rex completed a full field of contemporary G.P. cars, and built and erected a 400 foot track for them to 
race on, It included pits, grandstand, billboards, safety fences, trees, officials, and 600 spectators — all 
accurately reproduced at one tenth scale. The cars, powered by 1.5 cc engines, appeared to be controlled by the drwwers. 


to Queen Elizabeth II, during ceremonies marking the 
Diamond Jubilee of the Royal Automobile Club, of the 
supreme masterpiece of Hayscraft — an_ inch-to-the-foot 
miniature of an 1894 Panhard et Lavassor. The sitter for 
this 3-D portrait was the first gasoline-engined car to run 
on the roads of Britain, and is an exhibit in London's 
Science Museum. Not counting the time he spent studying, 
sketching and measuring the Panhard in the museum, it 
took Hays five weeks to make the model which, fissile missiles 
permitting, will likely still be delighting connoisseurs a 
millenium hence.. (To safeguard it from the _horsing 
proclivities of kid princes yet unborn, and thereby improve 
its chances of achieving this impressive longevity, the model 
is garaged in a hermetically-sealed glass case) . 

Antique cars like the Panhard, with a minimum of plain 
surfaces and largely exposed running gear, are naturally far 
more exacting than modern smoothies. Nonetheless, Hays 
adopts the same accuracy test for his miniatures of all eras 
and types. On completion, they are photographed at close 
range against an appropriately-scaled backdrop. If the re- 
sulting pictures are indistinguishable from similarly-angled 
likenesses of the full scale counterparts, he’s satisfied; if 
not, he goes to work on a rectification job that may itself 
take anything up to a couple of weeks, or sometimes he 
simply tosses the thing out of the window. 

When perfection is the only standard that goes, even a 
clean-shaven ensemble takes Rex a hell of a time. Para- 
doxically, for instance, he was two weeks longer on the 
D-Jaguar that Sir William Lyons commissioned as a present 








for Prince Charles than it later took him to create the com- 
plex Panhard. Normally he wouldn't have accepted the 
Panhard commission on a five-weeks basis (in the prepara- 
tory roundup he filled 56 pages of a 7x9 notebook with 
sketches and notes), but limited advance notice for once 
obliged him to work with a calendar tied to his tail. Com- 
plaisant through they were, the R.A.C. couldn't very well 
postpone their Diamond Jubilee. 

The D-Jag assignment made slightly more allowance for 
perfection’s measured tempo. Coventry's civic authorities, 
planning marks of love and loyalty for the Queen during a 
visit she was slated to pay their city in 1955, quizzed Lyons 
of Jaguar for suggestions about a gift to be relayed via 
Her Majesty to young Prince Charles. Understandably proud 
of the Hawthorn-Bueb victory at Le Mans a few weeks 
earlier, Sir William hit on the idea of a boy-size effigy of 
his D-wagon. He instructed that Hays, the master, be prop- 
ositioned in this respect. Rex at first was doubtful, objecting 
that the timetable might prove too tight for him, Finally, 
though, he relented on condition that a lifesized D be 
delivered to his home by breakfast time the next morning 
and left there until the job was done. So eager were Jaguar 
that they did even better—they delivered it the same evening. 
By deliberately omitting all the legal formalities pertaining 
to motoring in Britain (the car arrived without even a 
set of transporter plates) , they made sure that Rex devoted 
the seven available weeks exclusively to modeling, rather than 
personally re-enacting the Le Mans drama in England's 
green and pleasant land. 























Early post-war Allard, in the Hays manner. Rex 
plans a complete collection of great sports cars. 


ERA, with 4000 parts, goes to best performing 
British driver of British car in Foreign event. 


So far as materials and construction methods, the royal 
Jaguar was pretty well representative of Hay’s technique 
in the field of static (i.e., nonpowered) models. When mak- 
ing a reproduction of this type, either without a chassis or 
with its skeleton totally enveloped in bodywork, the basic 
problem is that of shaping the hull with hair-splitting ac- 
curacy. Material for the hull is wood—usually French lime. 
Why? “Because I believe’, says Rex, “that the complicated 
and subtle contours of a modern sports-racing or Grand Prix 
car can be reproduced better by carving than any other 
way.” In this context, metal is an unforgiving medium: 
goof just once and you can’t cover up or ungoof, Some 
purists disdain wood for parts which are of mineral rather 
than vegetable extraction on real cars; but Hays figures 
this as “phoney realism” on the grounds that if you're going 
that far it would be logical, almost morally obligatory, to 
reproduce not only the original species of metal, but also 
its exact specification, This, in Euclid’s words, is absurd. 

The contours of the hull, or body, are taken from card- 
board templates that are “translated’’ in advance from 
scaled elevation and plan drawings executed by Hays, You'd 
naturally suppose that his own drawings would be based 
on manufacturers’ blueprints; but experience shows that 
the latter are themselves inaccurate in most cases. To be 
more explicit, the lifesize cars practically never conform to 
the makers’ portrayals, The modeler’s function is to repro- 
duce the cars that his public sees and knows, rather than a 
set of off-beat blueprints that it doesn’t see and can’t know. 
The case for his modus operandi is unanswerable. 


Hays’ tenth-scale reproduction of Rigal’s winning 
Coupe de l’Auto Sunbeam, vintage 1912. 





Tenth-scale 4.5 liter Le Mans Bentley of the 
early 30’s. Hays once owned one of these. 


Rex works with chisels to arrive at what he calls the shaped 
oversize of the hull/body aggregate, using a surgeon’s scalpel 
with a rubber handle for the final stages. The rubber grip 
acts as a shock absorber if he accidentally flubs a cut and 
knocks the handle against a delicately-hollowed section 
(such as the back edge of the hood where it shelves back 
over the dash.) 

Finishing is a vital and longdrawn operation. First, two 
coats of shellac are brush applied, allowed to dry, then rubbed 
down with almost satin-smooth sandpaper. This process, shel- 
lacking alternating with rubbing down, is repeated anywhere 
up to twelve times, and results in a surface so flawless as to be 
indistinguishable from metal. Then, and only then, the 
model is ready for its paint job. No undercoat is necessary; 
in fact, it would blurr the razoredge detail of such minutiae 
as louvers. Six or more coats of cellulose are finally sprayed 
on; the first very thinly and the others a degree thicker. 

In the case of a contemporary car like the D-Jaguar, 
color matching naturally presents no problem, But antiques, 
and especially those of which no fullsize examples survive, 
can be something else entirely. This is one of Rex’s many 
reasons to be thankful for the possession of a photographic 
memory. Since 1921, when he was at Le Maus to see Jimmy 
Murphy and his Duesenberg win the first of the interwars 
Grand Prix, his travels around the circuits of Britain and 
continental Europe have been literally on an A to Z scale— 
Aintree to Zandvoort. He carries in his mindseye an indelible 
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Continuing the story of the fabulous Lancia-Ferrari D-50 


- Se 


Fangio leads Collins during the 1956 German G.P. 


EFORE the D50 Lancia made its debut, the few who 
had managed to get a glimpse of it were deeply 
impressed by the tightness of its design. Nothing was 

either wasted or superfluous. It looked as though the sus- 
pension was simply hung from the engine and gearbox. 
Actually, however, the engine and gearbox, both extremely 
lightweight, were used to back up the frame and suspension. 
With major members of tubing about an inch and a half 
in diameter, the chassis frame is a simple truss-type rig with 
extremely high — about shoulder height — upper tubes. 
This is highly reminiscent of a frame that Nardi built a few 
years back, using Lancia Aurelia parts. To tie the cowl and 
firewall up to the front suspension crossmember, though, 
Jano didn’t add tubes and weight. He just cast special lugs 
into the front and back of each cylinder head and bolted 
them right into the structure. In addition, two lugs at the 
“bottom” of each head mated with mounts welded to the 
bottom frame members, adding immeasurably to frame and 
beam stiffness. The cylinders and crankcase hang suspended 
between the cylinder heads, in this unique installation, 
Two boxed towers are erected at each side just ahead of 
the engine, to serve as mounts for the parallel wishbone 


By KARL LUDVIGSEN 


suspension. The two front towers are connected across the 
car by big upper and lower tubes and the back towers are 
braced in by smaller diagonal tubes. Behind the cockpit, 
the frame only went far enough to get a good hold on the 
massive transmission casting, which in turn supported such 
items as the transverse leaf spring and the locating block 
for the de Dion tube. Through the cockpit, stiffness is aided 
by smaller tubes and by perforated sheet metal webs, the 
firewall already being an integral part of the chassis, The 
stark simplicity of the original Lancia shows well the 
advantages of starting with a virgin sheet of paper in the 
design room. 

When he started to make marks on this paper, Jano 
wanted lightness, yet he wanted roadholding of an entirely 
new order. Each tire was to do as much work as possible — 
requiring careful studies of cornering and acceleration 
conditions which affect selection of roll centers, weight 
transfer and distribution, etc. To make a tough job just 
a little easier the bulk of the fuel was stored in the famous 
pontoons slung between the wheels, with strut supports and 
with a third header tank behind the driver's skull. This of 
course kept front/rear weight distribution roughly the same 
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The engine is at such 





an angle that drive- 
shaft engages side- 
mounted clutch shaft 
through bevel gears, 
enabling both a low 
seating position and 
fairly simple, trans- 
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whether the tanks were full or empty. 

The point at which a set of wheels will bust loose and 
head for the bean fields depends mainly on the loads on 
the outside tire in a given corner. This in turn depends 
on the amount of car weight that shifts over to the outside 
in a turn, which finally follows from such technicalities 
as roll center and spring stiffness, as allied to the center of 
gravity. In general, the more roll stiffness there is, the lower 
the overall weight transfer will be, and the better the car's 
sheer traction will be. In other words, it'll stick to the road 
after a car with more lateral transfer at one end or the other 
has broken away. Also, unsprung weight had to be shoved 
down since the entire car was exceptionally light. 

At the front this wasn’t hard, since the front tires only 
have to brake and steer, and seldom (or shouldn’t) do both 
at the same time. Equal-length parallel wishbones were 
settled on, and welded up of tubing with forged connections. 
The outer ends are ball-jointed into the forged spindle and 
vertical support. At the outer tips of the bottom arms are 
enclosed rollers which are massaged by the main leaf of a 
single transverse spring. This has five hefty leaves but is 
clamped only at the center. The result is low stiffness per 
wheel which can be increased by screwing down a couple 
of outrigged stops above the small top leaf. The front bar 
of each wishbone extends inboard of its pivot as a drilled 
I-section lever. Flanges on the bottom levers rotate against 
rubber buffers on the lower crossmember to limit upward 
wheel travel, while the upper levers work the plungers 


(Continued on page 50) 








On the original Lancia D-50, the deDion tube (A) is 
located by two radius rods (B) on each side and a 
low-mounted sliding block (C). Equally low, the leaf 
spring (D) rides on rollers hung below the wheel hubs. 
Tubular dampers (E) are connected to each other and 
to the deDion tube through three rockers (F) to avoid 
roll-damping. The engine is started through an exten- 
sion (G) to driveshaft at the left rear of the gearbox- 
differential unit (H). Inside the headrest fairing is 

a header tank (I) for fuel. Both Lancia and Ferrari 
have made extensive changes and current cars, while 
similar in layout, are vastly different in detail. 


: 


Front transverse spring rides on roller in oute? 
end of lower wishbone. Drilled extension to upper 
one compresses an inboard-mounted shock absorber. 












Careful modifications to the roof line and rear quarter window, plus some sculpturing of the front hood 
above the DB3S-like grille have given a sleek, handsome appearance to a sporting coupe of rare utility. 





























Thin chrome strip highlights 
paint separation, doesn’t mar 
attractively sculptured tail. 










































































HE newest development of von 

Eberhorst’s post-war design for 

Aston Martin, the DB 2/4 MK III. 
is a man’s car through and through. A 
Gran Turismo car in spirit as well as by 
the regs, it offers a truly sporting drive 
with pur sang handling characteristics 
better than most of the popular sports 
cars; yet at the same time it retains tre- 
mendous utility, although at the rather 
considerable price of $6950. 

Frankly, we hadn't looked forward to 
testing this Aston Martin, since the earlier 
DB 2/4 was a rather heavy, unresponsive 
thing. But the MK III was a pleasant 
surprise with improvements in power, in 
shape, and perhaps most important. 
though rather subtle, in the relationship 
of pedal and control forces which indi- 
rectly led to an improvement in handling. 
Previously the clutch required discon- 
certingly little pressure to disengage. 
while the gear lever, though precise in 
location, needed a rather heavy effort to 
move it. Now the clutch pressure is in 
creased and the gear shift is more gentle, 
resulting in a very happy balance of the 
forces required. 

The “2/4” stems from an old English 
way of designating an automobile’s seat 
ing capacity, comfortably-full and jam- 
packed-full; but in neither case do the 
manufacturers resort to legless children of 
pygmy parentage as a criterion of pas- 
senger size. The DB 2/4 is, therefore, a two 
seater coupe with the option (by flicking 
two pairs of latches) of a good sized trunk 
and a smallish back seat (reminiscent of 
the old club-coupe of the 40's), or else 
a station wagon-like cargo deck accessible 
both from within the car and through an 
ingenious rear “trunk lid”. The latter in- 
cludes the rear window, enabling the lid 
to be of ample size. The Feltham, Middle- 
sex boys not only looked at Detroit's sta- 
tion wagons, they went them one better. 

Access to the engine is also on the 
grand scale, as the entire front body 
panel pivots up and forward ‘about an 
axis just behind the for-decoration-only 
bumpers. Vulnerable to parking damage, 
perhaps, but what a crowd-gatherer it 
turned out to be on an otherwise quiet 
mid-Manhattan street. The attractively 
turned out twin-cam engine nestles with- 
in the truss-frame built up of square sec- 
tion tubing, open onbothsides when the 
nose is lifted. 

American racing fans will be fascinated 
by the engine, as it has barrel crank case 
construction similar to that of the Offies. 
All main bearings except the front one 
are carried in machined, circular webs, 
which after being fitted to the crankshaft, 
are installed with it from the rear into the 
extremely rigid crankcase. Unlike the Offy, 
the case is in unit with the cylinder block. 
The wet sleeves are retained by flanges and 
the pressure of the separate cylinder head. 
The valves are inclined at an angle of 30°, 
giving the gasses a clear path in and out. 
Carburetion was by twin S.U.s of 134 inch 
throat diameter on the test car, but op 
tions for the engine include three twin- 
choke Webers as well as 8.6/1 pistons and 
an oil radiator. In that state it is essen- 
tially identical to the engine used in the 
DB3S, the factory’s team cars until this 

year. Exhaust is through two separate 





Aston Martin understeers firmly, and 
resists roll to a remarkable degree. 
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a 
manifolds, split 1-2-3 and 4-5-6, each with fortable which can be credited to both the 
BS its own tail-pipe and muffler, although a low degree of pitching and the excellent 
 single-exhaust system is available. X leather seats. 
< The exhaust note is rather in keeping The lerge, 17-inch, steering wheel sits 
~) with the character of the car: firm and squarely in front of the driver on a column 
i > authoritative, but not blatant. In con- adjustable for length. When fully extended 
« trast, the English-made Firestone Super toward the driver, visibility over the hood 
; = Sports tires fairly sang on smooth asphalt. is under the rim, so to speak. Annoying, 
| <3 All runs were made using a maximum of too, are the thick windshield pillars. The 
~ 5500 revs, in consideration of the admoni- comfortably firm bucket seats are indi- 
& tion of J.S. Inskip’s David Ash, that “if we vidually adjustable fore and aft and also 
PS broke it, we’d bought it”. Acceleration is for rake. The latter is changed by turning 
&, nearly on a par with the hottest Detroit- two cams, one at each rear corner of the 
a “ ware that SCI has tested, but the «4,}] /1! seat. Unlike the German reclining seats, 
rear-end ratios available would permit im- the Aston’s do not lay down flat, but the 
provements.For those owners who want four positions available are quite close to- 


gasoline economy after spending $6950 
for an automobile, a 3.27 ratio is offered, 
but the real bears will probably jump for 
the 4.11 gears. 

The four-speed transmission is a model 
of precision in operation, as indeed it 
should be, since gearboxes are the stock 
in trade of the David Brown industrial 
group. The baulk ring synchromesh works 
satisfactorily, although it can be over- 
b ridden, but is, sadly, missing on low gear. 
Although it is possible to trickle through 
traffic in second cog as slowly as ten mph, 
| 16 mph (corresponding to 1500 rpm) is 


gether and all are useable when driving. 
Ease of entrance to the front seat is good 
despite the low roof line, while the entire 
sloping door sill and the bottom few 
inches of the forward hinged door are 
sensibly protected with scuff-proof mats — 
good for knocking dust off your shoes. The 
brake handle, when pulled on, tends to 
become involved with one’s left footwea: 
and it is easier to twist the key to start the 
engine before closing the door than after. 
Another petty annoyance is that the vent 
window can be opened to a point where 
it touches the steering wheel. The leather 


} about the lowest speed advisable, so the covered seats provide excellent lateral 
double clutching routine is well worth support, but a bracket or “dead pedal” 
learning. could well be mounted on the. nearby 


The central shift lever is excellently 
placed and the closely-spaced shift pat- 
tern is in tune with the close ratios of- 
fered. For keener types, even closer ratios 
are offered on second and third (1.26 and 
1.87). 

The rear ‘suspension, a live rear axle 
Hl supported by coil springs and located by 
parallel trailing arms and a Panhard rod, 


frame member to support the left foot 
while careering around clover leafs and 
other snaky sections. 

The brake pedal is firm, as it should 
be, but some fancy footwork is still neces- 
sary to avoid fouling one’s toes on the 
steering column. Although Girling disc 
brakes are optional on the front, there 
would seem to be no need for thém. The 








is an excellent execution of a not-very- : : ae Wellworthy Alfin drums, fitted as stand- 
| new-layout. The result is that the rear does ard, dissipate heat so rapidly that our 
not steer the front around corners; but on brake-fade _ test procedure caused no 
the other hand, atrocious surfaces are not change in stopping ability, with but a 
quite its cup of tea. The front suspension, slight increase in pedal travel. Most im- 





similar geometrically to that of the VW “Re ~ pressive. 

but with aluminum brackets, is also quite a Rr Headroom is honorably compromised 
firm. The Marles worm and roller steering ~-3 | >> ¥ s: with the low roof, the latter being a sheet 
gives a very considerable road feel to the J. 238s) Ses “ of aluminum painted on one side and up- 
driver, enabling him to place the car with = ©* "Ef. a apt holstered on the other. 

' a great deal of precision, albeit at the cost * Tre! F % S Ont Tete Sy Hand operated controls include a turn 
of noticeable effort. In a phrase, the Aston «= .-  * Des SE <> ss. signal (not self-cancelling) on the left of 
under-steers and the driver is well aware © oo a , nome Sa Awe : a i the steering column and a dip switch on 
of it. The ride, though firm, is very com- ¥ = * oe ie = Poe a the right. A push button on the end of the 

~~ b , ‘ 










Nearly on limit, front suspension ts 
still able to cope with surface 
irregularities despite large roll angle. 


© tie Cjcg, 






With trunk lid up and jump seats 
folded flat, improbably large objects 
can be installed, carried in the rear. 






Engine accessibility rates high. 
Distributor has vernier adjustment 
but vacuum control is not used. 























































ASTON MARTIN 





PERFORMANCE 











TOP SPEED: 
Two-way average .............. 121.5 
Fastest one-way run ........... 123 
ACCELERATION: 
From zero to 
SCE: cvabbnwnekesade cease 
EE ads o SOURS 65 ws cadmas 
Oe. Se: Sek ckcee ve cecnneusas 
Ge: SD. «bb de heen cca dehewad & 
ee ¢ | 
DE wee Sivinssssateetaa wes . 3 
Oe os seach eadehwwsce cee 0. ro 
100 a Se se ae 7. = | 
. mer hae . *. ‘ i CR SEE SSERE CEOS . « - 
tanding mile 17. 
Speed at po of quarter........ 83 mph o TANDING 1/4 
SPEED RANGES IN GEARS: i | 
Corresponding to 1500-5500 rpm. = 
PRR ERE IRE RS OBI zero to 39 = 
har ie es ree 16 to 58 | 
BEL de bath mes eee ee hes ae 24 to 87 i 
PE ibd abs 6 cece eRe date tse 31 to top 
SPEEDOMETER CORRECTION: | 
indicated mph Actual mph | 
a RE ee Ae ree es 29 
a0 béun'vewdectheeebennbhaekes = ASTON MARTIN | 
OP sen crass cabelas dames we DB 2/4 MARK ill | 
OP kus ccbaks 3 esabae ear’ ceane 66 bem A= | 
Pa ers UT ee OR er er bh | 
SS 8 LOR See 
Os a oes kno sea Baws ona a SECONDS | 
) ee rere er Perr re | 
OE eacckansescceehe bean went 115 Se oo.) 0 SS | 
FUEL CONSUMPTION: | 
pO a rn 5 le ee 14.4 mpg | 


BRAKING TEST: 


More than 10 consecutive stops were made from 60 mph at decelera- 
tions between 0.6 g and 0.7 g without noticeable increase in pedal 


| 
and with approximately one inch increase in al travel. . : , 
pressure an pp y ped dip switch lever enables the driver to flash 


SPECIFICATIONS his high-beam headlights at any time, 

POWER UNIT: without recourse to the rotary headlight 
NR eh oct ab ake nah om Six in-line switch, whether to greet another ; 
Valve Arrangement ........... DOH tne : 8 ‘ Mher Aston 
meee errr 3.27 x 3.54 in. (83 x 90 mm) Martin, to warn of one’s approach to an 
Stroke/Bore Ratio 1.08/1 intersection at night, or merely to frighten 





Pe SeEe Te eee ee 178 cu. in. (2922 cc.) 


Compression Ratio .............. 8.2/1 (8.6/1 optional) disgruntled peasants ott of the way. 
Carbaretion Gy ..... 2.0.2. .ctee a hh ayy choke The tachometer and speedometer sit di- 
na A ve 

is GE... os cdecuscacss bee 162 bhp @5500 rpm (178 bhp rectly before the driver. (The error of the 

@ 5500 with options) speedometer was suct ‘ > calibr: 

eee rer rs or 550 rpm i : ts 97 ouch Chat befane collbeent 
ing it, the 3.2'7 rear axle ratio was assumed 
DRIVE TRAIN: to have been fitted). In addition to the 
Transmission ratios I .......... 2.92 clock, there are gauges for fuel, water tem- 
ae iin tac 1.98 (1.87 optional) : ; ‘ bau are a 
atid ii es 1.33 (1.26 optional) perature, oil pressure and amperage. The 

5 pes Pee 1,00 usual warning lights for high beam (blue 

Final drive ratio (test car)..... 3.77/1 P . BG S Pi 
Gunes avaitebie Ganl Gave and turn signals (green) are there, plus a 

NG i lets mak SO Rear ees 3.27/1, 3.5/1 , 4.11/1 »lethora of knobs, both mark ; 

Axle torque taken by .......... Trailing links : I “> rked and un 


marked; choke, heater (we didn’t try it), 





CHASSIS: fog and reverse lights, plus a few whos« 
b ncaa, = nese oe -> - in. purposes eluded us (the accompanying 
Saenger 9 Bi tae Same > = owner’s manual was for the earlier DB 
Suspension, front .............. Independent trailing links, coil 2/4). There is also a lighter and an ash 
springs, built-in anti-roll torsion ‘ mA ree 
‘one tray, which swings closed to reveal the | 
Suspension, rear ..............- Live. omen = _- — \-M winged insignia mounted on leather. 
nks, panha » co n ; ’ ‘ 
s 4 - eng Iwo things about the DB 2/4 really 
Shock absorbers ..............- Armstrong double acting piston 8 
type stand out: one is the tremendous utility 
ee CN os sw ce ce eeene es Marles worm and roller : ‘ e . ; yrs 7 
Steering wheel turns L to L.... 2% offered in an essentially sporting machine; 
Turning diameter .............. 35 ft. he other is the superb brakin vsten | 
Ee re er Girling hydraulic with Wellworthy — s ther is Hate ein ations Rl 
Alfin drums. Obviously the lessons of Mulsanne have ay 
Beste Sees BRE Ey eo. been well learned. i 


The Aston Martin is truly a fine, fast 
car; the fact that numerous criticisms are 










GENERAL: made of small weaknesses only serves to 
DR. th, cdwtedoee cts si canwnaes 195% in. ‘ : . / 
(SUNN CRS Sia Sa ale es om ig 65 in. indicate how high a standard the car sets i | 
PE? (¢.cUaceneysceses peae we 54% in. for itself. a standard which it n > the , | 
Weight, test car ............... 2980 Ibs. (3280 as tested) for iteclf, a standard which it more than : 
Weight distribution, F/R ...... 49/51 meets on the important points. i 
Weight distribution, F/R, | 
es UN irda Wis ole dc o'clee cn Os 48/52 


er MUN isa bs aes ct pet uee ss 24 U.S. gal. (3.6 reserve) 
RATING FACTORS: 








OE Sea ere Ee ee 0.91 (1.00 with options ) 
Bhp per sq. in. piston area...... 3.23 (3.54 with options ) 
Pounds bhp — test car....... 18.4 


Brak be 
Speed in [Vth gear @ 1000 rpm. . 21.1 mph 










































VER since Sebring came and went, rumors about an 

American entry for Le Mans had been rampant. In- 

deed, a firm entry had been made for both a Ford 
Thunderbird and a Chevrolet Corvette, and hopes were high 
that Briggs Cunningham would return to his old stomping 
grounds at Le Mans. But in the end we were all disappointed 
when the official word filtered down that neither Ford nor 
GM had the courage to take the big jump. But despite the 
absence of an official American entry, there was an abun- 
dance of interesting machinery, particularly from Italy, Eng- 
land and Germany. 

Maserati took first prize for creating the greatest stir among 
the press, for they arrived at Le Mans with a most violent- 
looking 4.5 liter Maserati V-8 coupe built by Zagato. Origi- 
nally Moss’s idea, it was on the drawing boards of British 
aero-dynamicist Frank Costin by early 1957, and was supposed 
to have been ready for the Mille Miglia. Costin drew it up 
with a plexiglass sliding roof that moved fore and aft, lock- 
ing the two doors which were hinged at the bottom. The 
design was completed and the plans rushed to Milan by air 
to be looked at by officials of the Commission Sportive Inter- 
national (CSI). Negative; it would never pass technical in- 
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Jaguar — winner for the fifth time since 1951. BELOW: Prior 
to his last pit stop (and mandatory driver change) Stuart 
Lewis-Evans just about broke the record fora slow lap so 

that co-driver Severi, pooped out from week-long mechanical 
preparations, would be able to sleep a few more minutes. 


H And The 24 Hour Ja 


BY JESSE ALEXANDER 


spection, for both doors must be openable if the car should 
flip onto its back in an accident, Obviously, in this case, the 
locking feature of the sliding roof prevented this. Maserati 
handed Costin’s design to Zagato in Milan and said, “Build 
the car as a regular light weight coupe, following Costin’s 
general shape.” 

Now the Italians are not known for their success in aero- 
dynamics, and lack of attention to basic principles proved to 
be their undoing. Zagato executed the machine as faithfully 
as he could; it arrived at Le Mans in company with an open 
4.5 V-8 as well as a $ liter six. First practice was held Wednes- 
day night, and we watched with more than passing interest 
as Stirling Moss climbed into his brain child for the first time. 
He and Harry Schell elected to drive it, as Fangio would have 
nothing to do with a closed car. After only a few laps at speed, 
the interior heat was unbearable, resulting in two par-boiled 
drivers. 

Accordingly, a few holes were drilled, and in the end the 
machine resembled a piece of Swiss cheese. The gear train 
and drive shaft (running between the seats) was wrapped in 
heat-resistant padding; an additional windshield wiper was 
fitted (the first one had been picked up by the wind and flung 

































The D-Jaguar was designed with LeMans in mind 


and they’ve won three out of four. This year 


the opposition crumbled and victory became total. 





Heavier and slower than the open car, Maseratt’s 4.5 Le Mans coupe, especially designed for Moss by Frank Costin, 
of Lotus fame, only looked hot — but wasn’t . Falling from 2nd to 32nd, it was withdrawn with the rear in shambles. 


back over the roof of the car); the aero shrouding around 
the exhaust pipe came loose, actually falling off in practice, 
and Masers left it off. 

Che car was tried with windows shut and with windows 
open. There were no less than six orifices in the hood of the 
car, as well as two large vents over the driver's head in the 
roof. Mods were made to the bug deflector to try and keep 
the slanting windshield area as clean as possible. A huge 
filler cap in the rear window was surrounded by a plastic 
cloth “sock” rather than a hinged cap like the one that con- 
ceals the filler on the D type Jaguars. Wool tufts were tried 
luring final practice in an attempt to find out where the 
air flow was, and these unraveled some of the mystery sur- 
rounding why Fangio was going so much faster in the open 





American entered and Swiss-Ameri- 
can driven Porsche RS finished first 
in 1500 cc class; eighth overall. 


Fraser (looking happy) and Cham 
berlain (looking for the loot) 
won 1100 cc class; 2nd on Index. 


4.5, The wool tuft placed just in front of the gauze air-intake 


to the carburetors stuck straight up at high speed, rather 
than lying flat as it should, The large orifice directly in front 
of the engine-air intake was discharging hot air at full chat 
from the motor compartment, forming a low pressure point 


in front of the most vital spot on the car. Obviously the 


engine was not breathing and that’s at least one of the 
reasons why it wasn’t going. 

The Maserati coupe weighed in at technical inspection 
65-pounds heavier than the roadster. Brakes were interesting 
on the 4.5, for they were even bigger than the ones fitted 
at Sebring; in fact the finned drums were larger in diameter 
than the wheels to which they were fitted. During the second 


(Continued on page 56) 


First overall, the Flockhart-Bueb 
Jaguar leads its second-place team 
mate across the line by over 8 laps 




















Tread Lightiy On Me 














al 


it was an engineering 


T'TO Zipper, a Beverly Hills Porsche-VW dealer who 
on the side collects Bugattis like postage stamps, 
spoke excitedly on the other end of the phone.. “You 

won't believe it. I just brought it over from France and it’s 
like new. What? Why, it’s what I’ve been looking for all 
these years—a 2.3 Alfa, and it’s mint.’’ There was a sort of 
worship in his voice as he intoned “Ahhhifa,” rolling the 
L as Latins roll their R’s. Then he said, “Listen, let’s road- 
test this beast. She’s wonderful. Let’s get her on the dirt; 


) that’s my meat.” 

Zipper drove Alfas and Bugattis in Austrian competition 
in the late ’20’s and '30’s, then maintained them in the *40’s 
for the late Tommy Lee, I had watched him in operation 
| before at the controls of good machines, and I was not indif- 
| ferent to the opportunity of sharing the new-old Alfa with 
| him, 

Early the next morning I found Zipper bustling about the 
car, barely able to contain his excitement. This was to be 
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The 2.3 Alfa was o of the great high-performance cars 
) of all time. Cut from the Alfa GP car of the same vintage, 


masterpiece. Come for a ride! 


cialis = 


2.3’s frontal area is small and impressively efficient. Huge brakes are rod-operated, and look a lot better than 
they really are. Shocks are friction-type by Siata; semi-elliptic springs are practically flat. 





the Alfa’s first letting-out since she had landed in the U, S. 
Zipper was preparing as though for a race, topping off the 
29-gallon fuel tank and the huge oil tank under the front 
floorboards that feeds the dry sump lube system, He checked 
the ignition deftly and thoroughly, calibrated the tach and 
snugged up the wing hub caps. Before we were done he 
opened up the Memini carburetor and replaced its main jets 
with an oversize pair he just happened to have saved from 
his old days with the marque. 

Hearing one of the good vintage Alfas fired up for the 
first time always is a thrill, whether you're a machinery lover 
or not. Zipper slid behind the wheel, retarded the steering- 
column spark control, pulled out the fuel pump switch, 
pressed in the Bosch ignition key and then the starter button. 
The engine was cold and the 12-volt starter gave it three 
fast, futile spins. On the fourth she caught, and what had 
been merely a beautiful thing to look upon before she was 
roused from her lethargy suddenly became almost frighten- 














BY GRIFF BORGESON 


ingly alive and worthy of any driver’s cautious respect. A 
1000-rpm idle is nothing in itself; but when you couple that 
with a complex tower of spur gears from crankshaft to twin 
overhead cams, gear drive to water pump, oil pump and 
supercharger, plus the noise of overhead tappets, you have 
something—a very loud, nervous, urgent, sizzling buzz backed 
up by the irritable hum of a Roots blower. Even at idle, it’s 
unmistakable that here is an all-out racing engine that sings 
“tread lightly on me.” 

During our 350-mile test the 2.3 engine—so close to the 2.3 
race-car power unit that it doesn’t even have a fan—proved 
to be totally without temperament. It was smooth through- 
out its speed range and we wound it to 4500 rpm constantly. 
The noises that were loud at idle became a maniacal scream 
at speed. But the most exciting sound of all I got standing 
on the road, listening to the 2.3 go by. As it approached, 
the risil 


1g buzz-saw whistle of the blower was dominant, 





Interior is simple, with acceler- 
ator pedal located between 

clutch and brake. The four speed 
crash box has fairly close ratios. 





Zipper’s Figoni 2.3 is unusually tail-heavy, due to twin spare wheels and tires mounted 
on rear, and the 29 gallon fuel tank, which occupies much of the trunk’s usable space. 


Engine is functional, yet sym- 
metrical. Roots blower ts located 
between the Memimi carburetor 
and manifold. There is no fan. 


with the exhaust playing a muted counterpoint. But when 
the car passed, the balance was instantaneously reversed. 
I got the full impact of the mellow but hard-hammering 
exhaust, with the supercharger’s note a receding wail. 
Zipper stayed at the controls as we headed out through 
Beverly Hills to open country, demonstrating the correct 
technique for handling the Alfa’s four-speed crash box. The 
ratios are fairly close, and the way to make silent changes is 
to throw the shift lever fast, while double-clutching even 
faster. This is how to do it going up through the gears. 
Going down, speed is immaterial. What's important is the 


accuracy with which you speed up the engine while the 


clutch pedal is out, Every shift is a three-cushion shot with 
lots of English, and just one such shift demands more driv- 
ing skill than it takes to put a thousand highway miles on a 
Cadillac. 

Now we were out of the city, on our way to the hills and 


(Continued on page 58) 


In fast turn, front wheels follow 
any curve on rails; rear wheels 
slide out until they align with 
front, then sliding always stops. 
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Fiat hubcaps are clue to suspension’s ancestry. Jordan took two Topolinos—one front end from each— 





By ED MONROE 


HEN the Jordan Special arrived at the new sports 

car airport\course at Harewood, Ontario, Canada, it 

immediately caused a sensation. “Isn't that a beauty!” 
and “What a beautiful car!”, were spontaneous exclamations 
voiced by the crowd which quickly gathered around. 

Herb Jordan, who is an Associate Engineer for the Tor- 
onto branch of I.B.M., devoted two years of his spare time 
to the building of this 500cc class car. 

Although this is Herb’s first try at Grand Prix racing, he 
is no newcomer to the racing game as he formerly raced 
motorcycles, and the engine used in the special has seen five 
years of racing in his motorcycle and has proven very reliable. 

Herb built the special in his cellar. An old pool table was 
used as a surface plate for lining up the frame, etc. 

Since Herb did not have welding equipment of his own, 
he did not use the modern tubular space frame, but rather 
chose the boxed channel type. With this type, he was able 
to line up and assemble the various parts of the frame with 
small screws. Then he took the frame to a welding shop 
where the tacking was done by arc welding. 

Herb used 16-gauge auto body steel for the main frame. 
The channel sections he had formed in a shop having a press 
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as his starting point and ended up with this very attractively turned out Formula III contender. 


TIME WAS NO OBJECT 





plate. Next, he bent the channels to the desired curve. He 
made his own punch for punching and extruding the holes 
in the frame. These consisted of a male and female die pulled 
together with a bolt. The channel sections were boxed for 
added strength and stiffness, These sections were assembled 
by tack welding with an arc welder. The tacks are about % 
inch long and about 4 inches apart. Gussets made of 16-gauge 
steel did much to increase the stiffness of the frame, yet added 
very little weight. The tubular cross-members are 134 inches 
in diameter, 22-gauge seamless mild steel tube. These tubes 
extend completely through the frame and are spot welded 
on the inside of the frame with an arc welder, using about 
three small spots at each side. The tubes are brazed to the 
frame on the outside. Herb did all the brazing. 

The small tubular members are made of half-inch diameter 
16-gauge mild steel tubing. They were bent around a V 
pulley having the desired radius. These tubes extend com- 
pletely through the main channels from top to bottom and 
are brazed on top and on the bottom. Mathematical calcula- 
tions show this frame has a very high safety factor. 

The front spring, wishbone, steering arms, spindles and 
wheel assemblies are from a 1948 Fiat, which had a tread 
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Most all the work took place in Herb’s cellar, 
which shows that, for 500’s at least, you don’t need 
grandiose facilities; just ingenuity, determination, 
and perhaps a friend or two to lend a hand. 


of 44 inches. The wishbones were polished and cadmium 
plated. Proper alignment was obtained by means of shims 
between the wishbone bearings and the frame. 

Front brake cooling was improved by shrinking finned, 
aluminum rings (or muffs) on the Fiat brake drums, Front 
wheels have one degree of positive camber (copied from 
Cooper specifications) and 14 inch toe-in is used, Handling 
is excellent. 

Tie-rod ends are Fiat. These ends were cut off about 114 
inches back from the ball and turned down to a press fit in 
a piece of tubing. They were then pinned and silver-soldered 
to the tubing, thus saving considerable weight over the 
original solid Fiat tie rods. 

Steering box is Fiat and gives two turns lock to lock. Herb 
does not consider this nearly quick enough, but has not had 
time so far to make the necessary modifications to achieve 
faster steering. Steering wheel was handmade from Dural 
and wood, 

Rear spring and rear wishbones were from another Fiat 
front end (Parts from two Fiat front ends were used) . These 
wishbones were also polished and cadmium plated. The 
outer ends of the rear spring and the outer ends of the rear 
wishbones attach to rear axle support plates which are ma- 
chined from a casting of Herb’s own design. 

Herb took the Fiat springs apart (before installing them 
on his special) and polished away all rust and pits. He then 
loaded the car with weights which would be approximately 
equal to that of the driver and engine. Then, by trial and 


But Money Was, When Herb Jordan 


Decided to go into Formula 





This simple tool is responsible for the 


delightful smoothness of the aluminum 
body (and the delighted neighbors, 
who heard no hammering). 








Highly modified AJS has given no 
trouble, as it was developed during 


five years of motorcycle racing 
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C.0:Lalourerre 


Slanted shocks lose out on leverage, but it definitely Transverse spring, low wishbone are also suited to nar- 
eases their installation. It’s the only sensible way row frame; but requires built-up crossmember at ends, 
to install them on this narrow frame. enabling engine and driver to sit ON frame in between. 
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trip to the welding shop saw to 


at home, so all frame components | @ 
more permanent attachments. 


were first carefully located, then 
fastened with small screws, Later, a 





Jordan had no welding equipment 
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Using part of the original crankcase, Herb 
made new patterns himself. Another pattern 
he made was for the rear axle support. 


The connecting rod was made of Dural (an aluminum alloy) 
to improve heat transfer at the bearings, but much larger 
dimensions were then necessary. Even magneto is chain-driven. 


error, he selected the proper number of leaves for each 
spring which would hold the spring perfectly level. These 
springs are dampened by Gabriel double-acting shock ab- 
sorbers. Herb made special bushings which fit on the threaded 
ends of these shock absorbers to facilitate attachment. 

The rear sprocket shaft is machined from an axle shaft 
and has a one inch outside diameter. It is tapered and 
threaded at both ends. Each taper has two keyways, The 
plate to which the sprocket is attached was pressed on the 
shaft and then welded to it, after which the final machining 
was done. This shaft is held in position in the frame by ball 
bearings, which in turn fit in housings in the upright (bridge- 
like) portion of the rear frame. Special tough steel plates are 


attached to each end of this shaft by means of the tapers, 
keyways and nuts. Morris Minor drive shaft universal joints, 
having a male sliding spline, are bolted to these plates 
(These are the inner universals). These male splines, in 
turn, fit into Morris Minor universals having a female spline. 


Ihese sliding splines compensate for slight changes in tread 
which occur as the suspension flexes. 

Iwo more plates similar to the ones holding the universal 
joints to the sprocket shaft are used to attach these outer 
universals to the axle shafts. These axle shafts were made by 
cutting off the outside end of Fiat rear axle shafts and ma- 
chining a taper, keyways and thread on their inner end. 
Each of these axle shafts is supported by two ball bearings 
which are housed in Herb’s special back axle support casting 
previously mentioned. The dust shields are Harley-Davidson 
front fork shields. 


Rear brake backing plates are drilled for cooling and 
weight reduction. Rear tread is 42”. Rear camber is adjusted 
to one degree negative (copied from Cooper practice) . 
15x414 Fiat wheels and tires are used. The wheelbase is 
7 feet. 

The engine was taken from Herb’s racing motorcycle and 
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Alloy muff with immense fins was shrunk onto 
remachined iron barrel. Aluminum bronze head allows 
larger valves (no inserts), while 10 mm plug permits single 
ignition because of more nearly central plug location. 














had been running for five years in its present form. The To increase surface area per volume and to 
original engine was an AJS, which Herb soon found to be reduce weight, the heavy aluminum-bronze 
deficient in both power and durability. He began a series cylinder head is liberally drilled. 

of modifications which were so extensive that very little of 
the original engine remains. Herb did all the designing, pat- 
tern making and machining on these modifications and they 
are a tribute to his ingenuity and versatility. 

After several bottom-end failures, Herb decided to design 
a new crankcase. He made a new pattern for a casting, using 
the original casting as a part of the pattern and making pro- 
vision for larger (3-inch diameter) main bearings, for better 
crankshaft support, thicker flanges for added rigidity. He 
also provided a collar to accept the lower portion of the 
cylinder barrel. The casting was made according to this 
pattern. 

The AJS cylinder barrel had cast iron fins. Herb turned 
these fins off in a lathe and in their place shrunk an alumi- 
num muff on the upper part of the cylinder barrel (where 
most of the heat is concentrated) . The lower part of the bar- 
rel was left naked to enable it to be slid into the crankcase 
mounting pad or collar. 

Herb designed and made a special cylinder head of alumi- 
num bronze. This is considerably heavier than aluminum 
and proved rather difficult to machine, but has the advantage 
that no valve seat inserts are required (most inserts in this 
type of engine are aluminum bronze). This eliminates the 
poor heat transfer which sometimes occurs when inserts are 
used and it permits the valve seat to come very close to the 
edge of the combustion chamber. This enables larger valves 
to be used than would be possible if seat inserts had been 
employed. 





Chain drive to camshafts is enclosed within tubes. Spring 
loaded button at center fits in left tube, its friction 
brakes the chain to prevent low-speed flutter. 


Herb uses a 10mm spark plug instead of a larger size to get 
the plug more nearly in the center of the combustion cham- 
ber (for shorter flame travel) and still use big valves. Herb 
uses KLG plugs and has no trouble with them. 


(Continued on page 58) 


Stainless steel studs run from case to head. Oil pump 
maintains oil pressure and keeps sump dry: Slotted 
brackets permit adjustment of engine position and 
tension in driving claims to transmission, 


Detail finish of engine and chassis are wortiry of 
Earls Court display cars. Bellcrank in center fore- 
ground turns the progressive shift linkage neatly 
around a corner. Tachometer can be installed 
directly on exhaust camshaft when desired. 



































Volvo’s policy of constant product improvement is responsible for a beefier engine, a different grille, and stronge) 


bumpers — all more in line with American taste. Interior of the car has been changed a bit, too. 
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J ROAD ‘TEST : 
4 HOVE VOLVO 


HE FIRST Volvo to reach the U. S. was a subject of 

capsule road test in SCI for July '56. This car, driven 

by Ron Pearson, instantly dominated racing in South- 
ern California in the under-1500 cc production sedan class. 
A year has passed, Volvo was beaten only once, and our old 
test car still is running like a watch. This is in spite of 
having been flogged in umpteen races and constantly 
thrashed as a sales demonstrator. It gives credence to the 
claim that 120,000 miles without a rebore is not unusual for 
these well-made Swedish cars. 

Pearson’s machine has been followed by over 11,000 
Volvos on the west coast alone. They are not all the same 
by any means, because of the factory policy of steady im- 
provement of the product, as opposed to design that is 
frozen for one or more model years. 

The latest development in Volvo evolution is the retire- 
ment of the 86.7 cu. in., 70-bhp engine in favor of a 96.6 
cu. in., 85-bhp version called the B16B. The increased dis- 
placement comes from enlarging the cylinder bore from 
2.96 to 3.125 ins. The 21.4 per cent increase in power out- 


put results from the added inches plus an 8.2 compression 
ratio in place of 7.8 and two 1.5-in. $.U. carbs in place 
of a pair with 1.25-in. throats, A different camshaft evident- 
ly has been fitted, resulting in a less-flat torque curve that 
peaks with 87 lbs.-ft. at 3500 rpm rather than 76 at 3000. 

What does the increased potency at the flywheel mean to 
the Volvo's performance? There is no difference below 40 
mph but in the upper rpm range the transformation is 
radical. The zero to 80 mph time is reduced by 36 per cent 
and the car now surges up to 90 mph in almost ten seconds 
less time than the 70-bhp model takes to reach 80. Torque 
and pulling power are excellent in the new model's high 
speed range. In spite of the increased urge the difference 
in fuel consumption between the two models is insignifi- 
cant. Engine noise and vibration are a bit more prominent 
in the 85-bhp model and it has a more pronounced tend- 
ency to run on for a few revs when the ignition is switched 
off. 

The BI6B engine develops its peak power at 5500 rpm 
but can be run up to at least 6400 without valve float. Our 
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The B16B engine is rated 85 bhp. The higher output . 
comes from a larger bore, a higher compression 

ratio, and bigger carbs. A new cam produces a 

steeper torque curve with a higher peak. 


top speed of over 95 mph was clocked at 5800 rpm at the 
end of a 1.25-mile approach but revs still were mounting 
slowly. At top speed the car’s handling is above criticism 
but from about 50 mph wind drums loudly in the pass- 
enger space if a window is open. 

The Volvo recently has been given a beefier low gear but 
to engage it silently at a standstill it must first be “‘synchro- 
nized” by engaging top gear. The bumpers have been greatly 
improved and husky over-rider bars are standard equipment. 
The grille has been changed, heavy-duty electric windshield 
wipers have been adopted, and many detail improvements 
have been made to the car's interior. Points praised in last 
September's full-scale test report that deserve to be empha- 
sized again are this machine’s cornering ability and _ its 
welded body-frame structure, which feels as strong and solid 
as a steel safe. 

The Volvo with B16B engine carries a port of entry base 
price of $2295 and represents an exceptional blend of low 
price, high performance, maneuverability, economy of 
operation, large carrying capacity, and low depreciation. 
Griff Borgeson 


VOLVO PV444, 


TEST CONDITIONS: 


Number aboard ................ 1 
Te. bck code» sn ahi 73°F 
PERFORMANCE 
TOP SPEED: 
85 BHP 70 BHP 
Two-way average .............. 95.0 94.1 
Fastest one-way run ........... 95.6 94.8 
ACCELERATION: 
From Zero to 
ME oi es vere occa depen ts 4.5 4.9 
EG ated vce nbd 8 6 we 0 Oa 7.7 7.5 
i i ee 10.9 11.6 
NE a iw as oe che en ak 15.2 17.3 
SE Sais a Ain 0 5M a: 0b © 0 0% Sn ee Oe 20.4 22.9 
freee 47.2 
ET wie 4:4 atk eae ee ed 37.9 
Standing “% mile ............... 20.1 21.2 
Speed at end of quarter ....... 73 68 
SPEED RANGES IN GEARS: 
ae es. ae ng k wlhuelane Zero to 34 mph 
eee Ee BE in woo OSS die 2 10 to 65 mph 
ARE SEES aA 3 Sar 18 to top 
SPEEDOMETER CORRECTION: 
Indicated Actual 
Dah ce pOdiies he's cae ss aka sade 28 
i UMNO SS fone wie wes we ® 6.tme 38 
MPP AEAA KS nace meds 640 00's os 48 
PSs a ee 58 
BE spill ile ois Ss See kg Wn slain a 68 
Me haetaes kaeeee based dese xa 76 { 
MP Oneal a ane dec ob ek so 86 
SERRE CRS SS Ge ie aaa 94 
FUEL CONSUMPTION: | 
Hard driving during accel. & 
I a ak So avo dis aes 22.7 mpg 
Average driving (under 60 mph).28 mpg 
BRAKING EFFICIENCY: 
DU EA oti 40's wed'sescc ste 70 
Schou OUCH Used ccewsstccwecbs 70 
ie Wiehe ie 's'n' a ans le age oe 60% 70 
repaid akigh fhetiee kb cntns cok 70 
ESSE EERE See Wee os 68 
Chae eb oa ab <weseW) Mite wt ab d's 67 
sth heb etre leila ale paintetin #0: 62 
MY wltititicn os gaan dubhoe ease ies 55 
oe tetas ALS Sates oo ees lee 47 
earl Stes, GEE 2 Sa 46 


POWER UNIT: 


PRTG aeitediG widens abn <e ses 


Valve Arrangement ............ 


I TI 5 cctv putes ce cece 3.125 x 3.15 ins. — 79.4 x 80mm 
Stroke/Bore Ratio .............. 1.01 1.01/1 
Displacement ...............: 


Compression Ratio ............. 8.2 


Carburetion by 
ek ere 
Max. Torque lb-ft @ rpm ....... 
EE Mt 5 50 on cigs a ona esau 


DRIVE TRAIN: 


Transmission ratios 


Final drive ratio (test car) .. 
Axle torque taken by .......... 


CHASSIS: 


ES AEE PSE Sa eA er ee 
Tf rere bee 
Re a See 

Suspension, front ............... 


Suspension, rear ............... 
Shock absorbers , 
Steering type 

Steering wheel turns L to L ... 
Turning diameter .............. 
SE. IN og occ aks 060 cia curbie 


Brake lining area .............. 
Tire size 


GENERAL: 


Length 
Width 

Height 
ee ae er ere eee 


Weight distribution, F/R ....... 2.4/47.6 


gS Fe ee 


RATING FACTORS: 


Ns, DRC a incikn's + ows sds 
Bhp per sq. in. piston area .. 
Torque (lb-ft) per cu. in. 
Pounds per bhp — test car ... 
Piston speed @ 60 mph ........ 
Piston speed @ max bhp ....... 
Brake lining area per ton 
| SE PR ee 
Mph per 1000 rpm ............. 


- 4,55 


. 3.25 


. .2.78 


. 25.2 


85 BHP MODEL 












































In-line four (three main bearing 
shaft). 
Pushrod ohv. 


96.6 cu. ins. — 1584 ce 


1.00 


Torque arms. 


102.5 ins. 

51.0 ins. 

51.5 ins. 

Independent, coil spring and wish- 
bones. Anti roll bar. 

Coil springs, track rod. 

Double-acting telescopic. 

Cam and two-stud lever (ZF). 


33.5 ft. 
Hydraulic; leading & trailing shoes 
F&R. 


116 sq. ins. 


590 x 15 (tubeless) Loaded radius 
12.5 ins. 


177 ins. 

62.5 ins. 

61.5 ins. 

2140 Ibs (full fuel tank). 
od 


9.5 U.S. Gallons 


0.88 
0.90 


1910 fpm 
2890 fpm 


108.5 sq. ins. 
16.5 


200 MPH Gn A Sponts Car? 


Donald Healey’s supercharged 100-6 at Bonneville, 1956, had a tapered nose and tail section welded to a stock shell, 
with a faired canopy and small radiator cooling slit in the leading edge. It did 203 mph with only about 300 to 320 hp. 








F you're a real sports car enthusiast the sensation of 
brute speed probably holds much appeal to you—though 
chances are you won't admit it. You've probably 

dreamed more than once of driving a thoroughbred sports 
job at better than 150 mph down the Mulsanne straight at 
LeMans . . . or maybe you were tearing off 200 mph at 
Daytona or on the Bonneville flats, Any way you cut it, this 
has just about got to be auto sport at its very best — the 
physical thrill of extreme speeds on the ground, plus a 
chance to warp the factory boys under official timing! 

Of course, we all know it’s been done. Modified sports 
cars have been officially timed at better than 200 mph on 
two occasions, There was Joe Mabee’s two-way average of 
203.11 mph in a home-built Chrysler-powered sports roadster 
during the 1953 Bonneville Nationals; and Donald Healey 
turned 203 mph one way in a special super-charged Austin- 
Healey 1006 during Bonneville record trials in 1956. 

So — (just for._you dreamers, now) — what did it take to 
do it, and how easy will it be to do it again? 


THE INGREDIENTS OF SPEED 

Mother Nature has written a simple equation for ultimate 
speed. Any body or vehicle in motion has a certain amount 
of drag acting on it to retard its forward motion. On a car 
this total drag is composed of wind resistance, the rolling 
resistance of the tires, and friction in the running gear, 
wheel bearings, etc. The engine power must provide the 
forward thrust on the tires to overcome this drag. When 
drag is equal to the maximum horsepower available . . . 
well, that’s it. Top speed. 

A simple example will illustrate: Suppose your total drag 
at, say, 140 mph fs 600 Ibs, One U. S. horsepower is equivalent 
to 550 foot-pounds of work per second. Since 140 mph is 
equal to 205 feet per second, our total power required is 
600 X 205 = 123,000 foot pounds per second. And the 
horsepower required would be 123,000/550 = 224. What if 
we've only got 210 hp available? Then we can’t go 140 mph 
—except downhill or with the wind. This is the meat of the 
problem, That is, to go faster we either have to reduce drag 
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or increase horsepower, or both, Fifty years ago, if you could 
find a few more horses somewhere, you could usually go 
out and break a speed record. Today you've got to do some 
pretty fabulous things in both departments to make a dent 
anywhere. To do 200 mph with any existing basic sports 
car... well, let’s see how this drag problem stacks up: 


CUTTING THE DRAG 

More than one would-be record-breaker has eaten dust 
because he didn’t appreciate the relative importance of the 
three types of drag (wind resistance, tire rolling resistance, 
and friction) at the car speed he was aiming for, These 
relationships vary, and are not constant over a wide speed 
range; you can easily end up cutting drag that isn’t hurting 
you much anyway. 

Chassis friction won't be far off 10% of the total drag 
under all conditions. Reductions here are the least im- 
portant. But the way the remainder of the drag is divided 
up between wind and rolling resistance is very important. 
Take a typical 2000-lb, sports coupe with reasonably clean 
body lines and running standard tires at 30 pounds pressure. 
At 100 mph the horsepower required at the clutch to move 
the car on a level road would be about 90; the total drag 
would be divided up with about 10% friction, 65% air 
drag, and 25% rolling resistance. But get this: At 200 mph 
the wind and rolling resistance proportions would change 
to about 50 and 40% respectively — and the horsepower 
requirement would be over 900!! The tires could not run 
more than a few seconds without flying apart. 

So the first rule for the super-speed enthusiast: Tire roll- 
ing resistance must be cut radically on any car expected to 
exceed about 130 mph. 

How do we fight it? Essentially, tire rolling resistance rep- 
resents the work expended in flexing of the casing and 
tread; this work is converted into heat, and is dissipated 
over the surface of the tire. This flexing is caused by the 
natural deflection of the casing under the vertical load, and 
—at higher speeds — centrifugal force steps in and tries to 
distort the tread just behind the flat spot where it contacts 
the road. What happens is that centrifugal force momen- 











The 200 mph barrier has been cracked officially by a sports car 
only twice. It can and will be broken .again but not by brute 
power alone. The problems are many but they can be solved. 


Here is Roger Huntington’s blueprint for all-out speed. 








And that’s the way it shouldn’t be done. This Allard has gobs of brute power, but poor aerodynamics. Grille opening has 


been partially taped; but tremendous horsepower is required to overcome drag of the windscreen and the suction areas. 


tarily overcomes the elastic force of the tire, setting up a 
violent oscillation or “traction wave” on the rear of the 
tread. This eats up an enormous amount of power, and 
will quickly tear the tread off. 

The obvious answer to all this is to stiffen the tires’ 
resistance against deflection. There are several ways to do 
it: A lighter, thinner tread layer; stiffer rubber compounds; 
a stiffer casing structure, with more plies (generally six) 
and a steeper cord weave angle; and more inflation pressure. 
You'll recognize these features right away as those of our 
various special “high-performance” sports tires — like the 
Firestone Super Sports, Goodyear Blue Streak series, Dunlop 
Road Speed, Pirelli Sports, etc, At a given speed, load, and 
inflation pressure, these tires will have less than half the 
rolling resistance of a standard passenger car skin, even in 
the 100-mph range. At speeds over 150. . . well, the passen- 
ger tire just disintegrates. 

Actually, even the above high-speed production tires are 
not entirely suitable for speeds as high as 200 mph. The 
treads are pretty thick and heavy (to give long life in road 
racing) The special Firestone “Bonneville” tires would be 
much better; or a set of 200-mph tires could be made up on 


(Continued on page 61) 





Here’s a better way to do it. All projections, 
seams, and grille opening are taped, and flat 
areas faired. Tires are inflated to 80 psi. 
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OCTOBER ’57 


CONFESSIONS OF AN 


SPORTS CARS ILLUSTRATED 





QOT{A ADMIT--THE GUNS GOT GUTS...WHAT AN QUTKAGE 10 

MODERN MAN... GOOD GRIEF!... WHAT'S IT GOING TO BE 

WHEN IT GROWS UP--- PROBABLY HANDY FOR THOSE FOREIGNERS 

BUT t’D RATHER DRIVE MY JET GOQFER’ 12” ANYDAY .- WHAT 

6 UT, TIALIAN--GERMAN---FRENGH? LOOKS LIKE A BUG, Y’KNOW! GENTLEMEN --+ -- 
" ee ; a IF YOU DON'T MIND! 

















’M JUST an ordinary man, exceptional in no way: neither 

famous nor talented nor rich. Under usual circumstances, 

I’m not the least bit adventurous. Conservative in tastes, 

I look for the orthodox in life. And when it comes to auto- 

mobiles, I like something not too different from the machines 

my neighbors own. Yet I have never been consciously guilty 

of trying to keep up with the Joneses. I’m just an ordinary 
man. 

Or rather, I was, B.E. — Before Egg. The Egg in my case is 
an Isetta—a BMW Motocoupe, what they call in Europe a 
scootermobile. I own one, and that’s my point. People of my 
ilk just don’t. It’s out of character. 

It all started with our need for a second car, Not just any 
second car, but one that was economical to buy and run, easy 
to maneuver through heavy traffic, and suitable for my wife. 
Something she could use for taking the kids to school and 
doing the marketing. The need for this vehicle arose unex- 
pectedly. My wife — otherwise a fine woman — simply an- 
nounced one evening that she had made her last run for the 
8:11. We live out in the country —a part of Connecticut 
that’s called exurbia by people who live elsewhere — and I 
commute to New York: so it was either buy a second car or 
hire a chauffeur. That was that. Trouble was, I couldn't see 
buying another monstrous sedan — we already half-owned a 
Ford, I'll be frank: the problem was a financial one. 

My teen-age son suggested a solution. What we needed, he 
said, was one of those cool littke European bubble cars — a 
cross between a motorcycle and a midget car. A scootermobile. 
He showed me the ads in the New York papers. “Isetta 300 — 
World’s Most Talked About Small Car — World’s Cheapest 
Car to Buy and Run!” From the illustrations I could see that 
it was something you might talk about, But would it fly? Or 
rather, would it sustain life in crowded city traffic? In my 
jaundiced cyes, it had the makings of the most deadly suicide 
weapon since the Brooklyn Bridge. You certainly couldn't 
trust your wife and kids to it — it was just too small. In Con- 
necticui we have lots of Buicks’ And Packards. And Oldsmo- 
biles. My God, this contraption would be run down by 
Volkwagens! I said no. 

Next, my son brought me an ad from some British motor- 
ing journal: “If you’re fed up with inflation, shocked at the 















cost of living, sick of counting every penny, then here's news 
to set your heart dancing: a real car with four-wheel safety 
and a proper chassis for £84 less than the next cheapest!” 
The ad—and my son—went on to expound the Isetta’s 
many virtues: 70 miles to the Imperial gallon at 50 miles per 
hour — tubeless tires, good for 40,000 miles — four wheels — 
room for three (small) adults — unobstructed four-way vision 
— direct access to and from the pavement through a single, 
front-opening door—and a trouble-free, air-cooled one- 
cylinder engine. 

“One cylinder!” I exclaimed incredulously. “In the year 
1957 I am to return to a motor vehicle having but one 
cylinder? Never!” 

The economy angle did appeal to me — the Ford was get- 
ting about thirteen to the gallon, not to mention oil. But 
really, a one-cylinder, one-door coupe! Until then two doors 
had always been my idea of utter poverty. 

From out of nowhere came a salesman — again the work of 
my son, who by now had become the scootermobile’s greatest 
living exponent without having ever seen one in the flesh. 
his first salesman was followed by a second, then a third. 
Scootermobiles had obviously staged a successful invasion of 
our shores. BMW, Messerschmitt, Heinkel, Goggomobil. I 
now knew what had become of the German armament 
industry. 

The Isetta salesman was most effective — he was the only 
one offering parts, service and immediate delivery. On top of 
that, he arrived in a demonstrator — a machine he called the 
USA Model 300 De Luxe. I could hardly believe my eyes. At 
first it looked like an Easter egg on wheels — whence the 


(Continued on page 63) 
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With their hair somewhat askew, the English winners, Noel Cunningham-Reid and C.A.S.(Tony) Brooks recewve 


smiling congratulations from the World Champion, Juan Manuel Fangio, for their well-earned victory. 
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UITE honestly, a win on the Niirburgring means an 

awful lot more to motor racing, per se, than does a 

win anywhere else, and this includes Le Mans and 
Sebring. There’s no point in going into detail as to why, be 
cause the 'Ring’s reputation as a car buster is legendary. 
From the driver, it demands countless hours of practice be 
fore he can safely turn a fast lap in anything, whether it be 
an Alfa Giulietta Veloce or a 4.5 liter Maserati. 

Take Archie Scott-Brown for instance. This spunky 
Englishman drives a mean sports car in addition to Formula 
machinery. His race was scheduled for Sunday, so Archie ar 
rived on Tuesday and began to circulate. It was his first time 
on the ’Ring so he kiew perfectly well that to get anywhere 
on Saturday—to turn a good lap in official training and thus 
get a good starting position—he’d have to practice. And prac. 
tice he did. He ran his Ford Zephyr around that Nirburg- 
ring so much that the car literally was a mechanical wreck 
by Thursday when we got there—brakes gone, exhaust shot, 
gear box out; but Archie knew the Niirburgring so well that 
when his privately-owned D type arrived he could turn the 
fastest ofhcial lap for any of the Jaguars, including the Ecosse 
Jags with Sanderson and Flockhart. Archie turned 10 minutes, 
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0 KNOW THE RING! 


ALEXANDER 


23 seconds in this rather embarrassed looking Jag while the 
Ecurie Ecosse cars couldn’t approach 10 minutes, 30 seconds. 
What I’m trying to put across is that you don’t treat the 
Nurburgring lightly. 

Now, Aston-Martin knew this, perhaps better than any 
one; John Wyer and Reg Rarnell are too smart not to. Com 
ing from a win two weeks before at Spa, in which the 1957 
DBRI1 cars made their debut, Astons were at the ‘Ring 
“a’'purpose”, as Allen Dakers, their PRO told me, Aston 
Martins are always in their element on the Niirburgring, in 
exactly the same way that a Jaguar D type is at home on the 
Mulsanne straight or in the same way that a Kurtis Indy car 
is at home on the Speedway or Monza, They brought two ol 
the new DBRI’s—plus one of last year’s DB3S_cars—fitted 
with wishbone front suspension, and another DB3S to b« 
thrashed around as a practice car. To watch the team ope1 
ate as a unit you'd almost think that the cars should be silver 
instead of green and that a big fat man, with two stop watches 
hung on a piece of string around his neck as he carried a flag, 
should be in the pits in place of John Wyer and Reg Parnell! 

They had the best drivers they could find. There was Tony 
Brooks, fresh from his terrific second-place drive behind 












Brooks, victorious against the full opposition of the Italian factories, 
receives checkered flag after 1000 kilometers of drivingest circut in world. 







Gran Turismo cars run simultane- 
ously with more sporting equipment, 
so the latter often pass awkwardly. 


Fangio on the 4.5 Maserati overtakes Koechert’s 
Testa Rosa, but the rough circuit soon broke up 
his too-powerful car and he changed to a 3008S. 


a he 





Peter Collins, who shared his 4.1 liter V-12 Ferrari 
with Oliver Gendebien, was unable to catch Brooks 
in the Aston despite greater power and experience. 





Fangio in the Vanwall at Monaco the week before. There 
was Roy Salvadori, one of England’s leading men. Backing 
them up were the two Whitehead brothers, consistent and 
reliable; then Les Leston; and last but not least a virtually 
unknown English boy—so unknown that he’s not even listed 
in the 1957 “Motor Racing” directory—Noel ‘Cunningham- 
Reid, with one of those British names that the Continental 
race announeers abhor. : 

Cunningham-Reid and Brooks were teamed on # 14 Aston- 
Martin, the DBR1. During practice on Friday, Tony went out 
and calmly shattered everyone by putting in a lap at 9 min- 
utes, 48.2 seconds—only 5 seconds slower than that recorded 
by Fangio and Moss in the Maserati 4.5 V-8. The hand writ- 
ing was on the wall, but still no one really thought the Aston 
could do it—certainly not with Juan Fangio and Stirling Moss 
driving the big Maser in the same race. 

The sound of the Maserati reverberating around the hills 
of Niirburg was fantastic. Moss sounded as if he were backing 
off more than he was standing on it, for the 4.5 is a handful 
on the ’Ring. It’s a handful anywhere, but unbelievably so on 
the Niirburgring. If rain came on Sunday the car would be 
plain unmanageable, Everybody in the team had been out 


in the new 3.5 twelve; but in the end it was garaged, as 
Maestro Ugolini decided to lead off with the heavy artillery. 
Fangio-Moss were teamed on one of the 4.5’s, while Harry 
Schell and Hans Herrmann were given the other V-8. Bon 
nier-Scarlatti and Godia-Gould were each given a 3008S. As it 
turned out later this was Ugolini’s tactical error, as the 300S 
is perfect for the "Ring. Moss likes the car very much—feels at 
home in it—and with him and Fangio up on a $ liter from 
the very beginning, the outcome of the race probably could 
have been different. 

Ferraris were thrashing about quite extensively on Friday. 
They had brought one 3.8 and one 4.1, as well as the 3 liter 
GT coupe that Gendebien had driven so nobly in the Mille 
Miglia. Mike Hawthorne got his 3.8 around in 9 minutes, 
57.6 seconds, while the 4 liter did it just a hair slower, On 
Saturday, von Tripps took out the coupe for a trial lap. As 
he came blasting into Wehrseifen, he began to change down 
into second, but he momentarily hesitated (the car had the 
gas pedal in the middle, between the clutch and the brake) 
then he plunged his foot down on what instinct told him 


(Continued on page 64) 
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Monza 


(Continued from page 15) 


Jaguar was kicking up a reasonable fac- 
simile of 150 mph at the time. Scratch one 
Indiana invasion. 

The Americans put on a display of high- 
speed racing that had not been seen in 
Europe for a long time—perhaps never. 
The ruggedness of the cars, the spirit of 
the drivers and mechanics, and the fan- 
tastic speeds they set up in practice im- 
pressed all of the European journalists and 
spectators present. Several negative voices 
were heard, one was that of Gunther 
Molter in “Das Auto, Motor und Sport,” a 
popular German bi-weekly automotive 
magazine. Molter called the race “a farce 
before it was even started” and repeated 
much of the arguments about track safety 
and lack of European equipment to meet 
the American cars on an even basis. Did 
the: Americans stay away from Roosevelt 
Raceway in 1937 when the Europeans came 
to America in their road racing giants to 
win against our track racers? 

The French newspaper, L’Equipe dubbed 
the Indianapolis racers as “le cirque 
Americain”, or “the American circus”. But 
these were small voices. On the whole, the 
European press responded in a positive 
fashion, in particular one English journal. 

One thing that impressed the Europeans 
was the openness in which the “Yanks” 
agreed to discuss anything mechanical or 
technical about the race cars. Bad points, 
as well as good, were pointed out in a 
frankness that is unknown among Euro- 
pean racing teams. One can only hope that 
this attitude is contagious, and that the 
American cars and drivers will somehow 
become more of a part of the European 
racing scene. 

Most impressive in training were the two 
Novis driven by Bettenhausen and Russo. 
These supercharged V-8’s were coming off 
the bankings at 190.:mph and pushing 200 
before the drivers would lift their foot ever 
so little to go onto the South Banking. 
Russo threw his flywheel in training; it 
just disintegrated, and Jean Marcenac, 
chief Novi mechanic, still hasn’t found the 
pieces. Tony Bettenhausen broke his frame 


while turning a record lap of 176.8 mph, 
53.7 seconds around the bankings; Linden 
did 54.6, as well as Pat O’Connor; and 
interestingly enough, these lap speeds ex- 
ceeded those set by Hermann Lang on the 
Berlin Avus track before the war. Alfred 
Neubauer was on hand at Monza and ap- 
peared to enjoy himself immensely, talking 
to drivers and mechanics. The Mercedes 
racing Manager was most impressed by the 
high lap speeds being knocked off in 
practice. 

The circuit itself was terribly hard on 
the equipment. Jim Bryan seemed to think 
that if they had known exactly how rough 
it was going to be, they would have 
brought stiffer torsion bars as well as 
rubber stops for the suspensions. Everything 
was bottoming in practice until adjust- 
ments were made. Shock absorber brackets 
bent badly under the stresses and strains 
and it is interesting to note that the three 
Indianapolis cars that finished were not 
Kurtis-built cars. Bryan’s Dean Van Lines 
Special was built by Kuzma as was Par- 
son’s Agajanian Special. Ruttman’s John 
Zink Special was built by A. J. Watson. 

Most of the retirements were due to fuel 
tank mountings coming adrift with re- 
sultant tank-splitting. Pat O’Connor finally 
came in with fuel just pouring out of his 
tank. Ray Crawford retired with a holed 
tank, but not without a fight. His me- 
chanics worked like beavers during the 
hour-long interval between the second and 
third heat to repair the damage. Bob Veith 
broke his steering as he came off the bank- 
ing, but luckily escaped crashing when the 
car took its natural line, steered itself down 
and headed directly for the pits. Only one 
Novi got to the starting line, Betten- 
hausen’s car, but he retired early in the 
race when the throttle linkage fell apart. 

The first two heats were Bryan’s, while 
the third belonged to Troy Ruttmann. 
High spots of the race were the sight of 
two Indianapolis cars running almost 
whee] to wheel, charging down the pit 
straight and up onto the turns, roaring 
onto the banking and passing a Jaguar. 
One man would go low, the other high— 
an incredible and thrilling sight. 

Consensus was that the intervals between 
heats were indispensible and if there had 
not been this time to make repairs, the 
field would have been practically elimi- 
nated in a very short time. 

The wonder of every one was the Jaguars. 
[hey experienced no trouble whatsoever, 
and it’s significant that they suffered, no 
chassis failure. Towards the end of the race, 
Jack Fairman in his Jaguar had a short 


duel with Parsons, the Jag even passing 
the Agajanian special at one point. 

The Automobile Club of Italy and the 
Milan Automobile Club deserve every 
credit for going ahead with the Monza 500 
Mile race against the heavy European op 
position that developed at the last minute. 
They lost money due to a terribly poor 
crowd, undoubtedly from lack of adequate 
advertising and also because of the time of 
year; tempeyatures were high and countless 
Italians had gone off to the seashore for 
the weekend to escape the heat. Also, 
Maserati and Ferrari did not run. 

The organizer’s loss is estimated at 80 
million lira ($13,000). Also, the organizers 
have informed SCI that absolutely no start- 
ing bonuses were offered any of the drivers, 
and only expenses — tourist class for one 
car, two drivers and one mechanic — were 
paid by the club. This, in addition to the 
prize money, was the only attraction. 

The sportsmanship shown by David 
Murray and his Ecurie Ecosse in coming to 
Monza as the sole European entry was 
terrific, and they took part in a motor race 
unique in history. Whether it will come 
about again is not known at this writing. 
The Americans want to come back, but 
they would prefer some real competition. 
Ihe ten gallon hats, the multi-colored race 
cars, and most of all, the warm friendliness 
of the Americans disarmed the Europeans. 
Hard as it is for some of the continentals 
to admit it, they would like to see the 
Indianapolis boys back again next year. 

Jesse L. Alexander 


Results: Monza 500 
First heat 


63 laps; 2.64 mile -speed circuit 
1. Bryan; Dean Van 


3; 162.15 mph 
2. O’Connor; Sumar Special 
3. Linden; McNamara Special 


Second heat 
(63 laps) 
1. Bryan; 160.21 mph 


2. Ruttmann 
3. Parsons 


Third heat 
(63 laps) 
1. Ruttmann; 158.41 mph 


2. Bryan 
3. Parsens 


Fastest lap 


Bryan in second heat; 175.73 mph; 
54.1 seconds 


Overall results 


Bryan; 189 laps; 3 hr. 7 min., 5.9 sec; 
160.01 mph 

Ruttmann; 187 laps; 3 hr. 7 min., 56 sec. 
Parsons; 182 laps; 3 hr. 7 min., 29 sec. 
Fairman; Jaguar; 177 laps 

Lawrence; Jaguar; 171 laps 

Sanderson; Jaguar; 159 laps 





Helmets 


(Continued from page 17) 


different helmets had been voluntarily 
submitted when the tests began. They were 
conducted in Inglewood, California, at the 
of the Mine Safety Appliances Company. 
Protection Inc. manufactures the Toptex 
aircraft helmet, and owns specialized test 
instrumentation that is almost unique. The 
second set of tests used the lab’s Impact 


Pendulum Facility, a complex device for 
measuring acceleration imparted to the 
head. 

Most of the U. S. crash helmet manu- 
facturers are located in the Los Angeles 
area. They were invited to submit helmets 
for testing and to be present during the 
tests, and most of them came. Also present 
were representatives of the Civil Aeronau- 
tics Authority, the National Safety Council, 
various motor sport clubs, and motoring 
publications. While the tests were arranged 
by Dr. Snively, the highly technical test 
procedures were supervised by George 
Nichols, Chief of Associated Projects at 


Northrup Aircraft, and consultant to Colo- 
nel Stapp in his rocket sled research. 
Nichols was aided by Herman Roth, dis- 
tinguished human factors engineer, pioneer 
in aeromedical research, co-designer of the 
impact pendulum device, and an executive 
of Protection Inc. The description of the 
tests which follows draws heavily from 
Nichols’ report. 


These tests were conducted to establish 
the performance under impact and re- 
peated impact of the types of crash hel- 
met currently available. The data obtained 
is decisive and critical but of course can- 
not represent the total range of impacts 




















that may occur in actual service. This 
type of test applies a very localized load 
to the shell of the helmet by means of a 
16 pound weight suspended from four 
steel wires. The weight can be made to 
move at speeds of from 8 to 22 feet per 
second, depending on the height from 
which it is released. At the bottom of its 
arc of travel it strikes its target: a helmet 
placed over a metal head-form. This head 
contains an acceleration-measuring device 
whose responses are registered by an 
oscilloscope and simultaneously photo- 
graphed. The weight has a round striking 
surface which serves to localize the force 
on the shell and establish the shell’s abil- 
ity to spread the load over a larger area 
of the liner. It makes for a more severe 
test than a flat weight would. 

The ability of the shell-liner system to 
cope with forces gf impact is indicated 
by the amount of acceleration transmitted 
to the head and acceleration and decel- 
eration are extremely important factors 
in the mechanics of brain injury. The 
lower or gentler these factors are, the less 
strain, obviously, will be imposed on the 
brain. Accelerations become most violent 
when the helmet “bottoms” — when the 
liner is totally compressed and there is no 
more shock-absorbing action between the 
head and the helmet shell. Acceleration 
in these tests is measured in gravities or 
“g’s,” and a normal curve of “g vs time” 
looks like a low hill. As the g’s increase 
and the liner begins to lose its “give,” a 
small peak appears on the curve. But when 
the impact-absorbing action of the liner 
is gone, the curve abruptly shoots up to 
a very high peak “g” reading. The speed 
of the head itself has no special relation 
to brain damage, but changes in speed — 
acceleration — do, and the sudden, violent 
change that occurs when a helmet bottoms 
against the skull is downright intolerable. 

It can, in fact, be lethal. On the test 
rig there is a sort of metal-to-metal sound 
when the weight strikes with enough force 
to compress the liner totally. When this 
happens, the liner, harness and internal 
webbings of the helmet often disintegrate 
in the area where pressure is greatest. And 
this can happen, with some helmets, under 
surprisingly light loads. 

The highest speed of the Protection Inc. 
pendulum, 22 feet per second, gives impact 
equivalent to a case where the head is 
moving at 15 mph in relation to an un- 
restrained 16 pound object like the test- 
rig weight. This is not much impact. Even 
so, it is more than most helmets can stand 
without bottoming. It is a more severe test 
than it may seem because the helmet’s 
physical strength is tested by confining the 
blow to a very small area, and the data it 
provides compares well with much flight- 
helmet data. 

The second tests consisted of blows of 
increasing force to the sides and backs of 
the helmets. The results, in the case of all 
the helmets tested, showed that the g’s rise 
rapidly as the liner or sling approaches 
100 percent compression. In helmets hav- 
ing “soft” liners or slings, the sudden up- 
surge of g’s is mest pronounced. A blow 
just short of bottoming will have a reason- 
able peak g, while one at a slightly higher 
energy level will bottom and apply a very 
high force to the head. 


“most comfortable, 


It was found that achieving low peak g's 
under low-energy blows, on the one hand, 
and non-bottoming action under high- 
energy blows, on the other, is impossible 
in a single helmet. The hats with the best, 
” low-energy perform- 
ance bottomed early. Low acceleration re- 
quires considerable movement of the strik- 
ing object in relation to the head. This 
movement or displacement is provided by 
the liner or sling, and is limited by con- 
siderations of helmet size. The tests indi- 
cated that low-acceleration “comfort” qual- 
ities have to be sacrificed for maximum 
protection against lethal-range blows. Dr. 
Snively says, “Actually, the performance 
throughout the energy range need only 
be at or below reasonable tolerance levels. 
In this regard, all the helmets tested could 
be modified with very probable increase in 
high energy level protection, but with an 
increase in low energy peak acceleration.” 

Almost without exception the helmet 
shells performed satisfactorily. Although 
fractures developed in most shells they are 
not considered too detrimental. During 
repeated blows some helmets showed bet- 
ter performance after the shells had begun 
to crack or flex, and this extra cushioning 
effect made for a lower average force. But 
the improvement applied only to low and 
medium force blows, and the ability to 
handle high-energy blows decreased. 


Snively and Nichols sum up the test 
results to date as follows. Both the acceler- 
ometer tests and the massive compression 
tests show the importance of non-resilient 
liners. This importance increases as impact 
force increases, and becomes greatest at 
those energy levels where protection is 
against death rather than headache o1 
bruises. 

Protection against the several effects of 
impact is the prime objective of the crash 
helmet. At present it’s felt that such pro- 
tection has been scientifically demonstrated 
only with the use of non-resilient lining 
material. Sling suspensions, resilient liners 
and slow rebound liners have been shown 
to be inadequate. 

Several problems exist with non-resilient 
liner materials. The best thickness depends 
upon the particular material used; non- 
resilience by itself is no guarantee of good 
helmet performance. And because these 
materials are permanently crushed when 
they absorb severe impacts, users must be 
educated to replace them, and safety regu- 
lations should be passed to make their 
replacement compulsory. 

Many of the partial head-coverage hel- 
mets tested do not provide adequate area 
protection, although very deep shells of the 
partial coverage type can be considered 
acceptable. Better is the full-face type, 
which not only protects the vital parts of 
the head but also protects the upper jaw 
region. The ideal would be a helmet tai- 
lored to the user’s own head. 

The Snell Foundation’s crash helmet 
test program will continue, and when it’s 
complete it should provide the first set of 
scientifically derived specifications for the 
design and construction of protective head- 
gear. And these we need—badly. As the 
Snell tests are proving, an upholstered shell 
is not a racing helmet. 

Griff Borgeson 





Rex Hays 


(Continued from page 21) 

picture of every important racing car — 
most American types unfortunately ex- 
cepted — that has hit the circuits since 
the first World War, plus many of earlier 
vintage. With this shadowy dossier to 
draw on, he would be about as likely to 
commit hari-kari on his own scalpel as to 
dress a G.P. Delage in Monsieur Bugatti’s 
exclusive shade of French Blue, or vice 
versa. 

But back from the general to the par- 
ticular, detail features that were exactly 
simulated on the Prince Charles Jaguar 
included the green upholstery hide, which 
was specially tanned for Hays; the foam- 
rubber seat interiors; and a full array of 
minutely calibrated instruments. There 
was only one thing that really fashed the 
Jaguar officials: they wanted it implied, 
if not actually stated, that the model was 
representative of Coventry craftsmanship. 
Hays, however, is a prideful burgher of 
the little Sussex community of Steyning, 
said to be the oldest town in England (its 
recorded history starts from a three figure 
date) . Steyning, pronounced Stenning, is 
nowhere near Coventry, and Rex was un- 
willing to adopt honorary citizenship of 
the place even for the edification of TV 
viewers and newspaper readers. In the end 
they compromised by having him photo- 
graphed at work in the Jag plant, omit- 
ting to say he wasn’t a Jag employe, and 
hoping people would think he was. 

From the fact that it has taken Hays 
himself, in his sideline journalistic capa- 
city, tens of thousands of words merely 
to outline his craft and mystery in the 
model makers’ shoptalk magazines, it can 
be appreciated that the subject hugely 
outruns the scope of this rundown. Here, 
the most you'll get for your 35 cents is 
a random handout of vignettes, picked to 
mirror the greatness of a real-life Gulliver 
and the mechanical Lilliput that his brains 
and hands have created. 

One of the surprising and engaging 
things about Hays is that although a per- 
fectionist in the limited human sense, he 
is no pedant. Talis certitudo certitudinem 
—punctilious exactitude destroys exact- 
ness. On the one hand he is a stickler for 
fidelity in three-dimensional portraiture 
and scaling: on the other, since his cus- 
tomers and audiences don’t spend theit 
lives with watchmakers’ glasses stuck in 
their right eyes, he draws a line between 
the minute and the miniscule. For in- 
stance, on models as small as one-twenty 
fourth scale — which is the smallest he 
normally essays—he doesn’t claim that his 
wire wheels will necessarily have the right 
number of spokes. Another example of 
his acceptance of compromise concerns the 
hood catches for a Tipo 158 Alfa Romeo 
(powered by a 1.48 cc Frog motor) that 
he made to one-twelfth scale some years 
back. The authentic hood fastening con- 
sisted of four spring-loaded clips; but Rex 
knew that these. if reproduced in full 
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detail, would be so frail as to break the 
first time the model was handled or 
cleaned. They were, therefore, represented 
by four screws with their heads severed, 
and annealed so that they would bend at 
right angles and press into the body 
panels. For a finishing touch, he had the 
screws dull plated to match the genuine 
catches. 

Even on a powered model that ordinarily 
will only be seen by the public at grand- 
stand range he never omits any exterior 
feature on the pretext that its location 
makes it invisible. The 158 Alfa, by this 
token, had louvers in the base of its tail, 
a detail of which the keenest amateur 
student of design would probably be ig- 
norant unless he happened to have had 
a ringside view of a real-life wreck involv- 
ing total inversion of the car. Rex, never- 
theless, incorporated these vents in his 
miniature, and was repaid for his trouble 
when, during model races before an audi- 
ence that included the Duke of Edinburgh, 
his Tom Thumb 158 looped and landed 
upside-down. 

Powered models, built to operate at 
high speeds, are, of course, fitted with 
rubber tires. These, on some of Hays’ 
earlier products, were a bit unconvincing 
because he couldn’t make his own casings 
ab initio, and so had to accept ones of an 
apocryphal pattern. His static “solids,” 
on the other hand, are so faithfully shod 
that I doubt if a Dunlop-Firestone-Avon- 
Goodyear panel could fault them. Using 
wood as his material, Hays turns up these 
tires on a small lathe that is the only 


* power tool he possesses. The tread and 


buttress affects on the sidewalls are 
sculpted with very fine files, and near-matt 
gray paint is finally sprayed on. 

The Hays armament of hand tools, 
apart from the chisels, scalpels and files 
already mentioned, includes all the stock 
items that you’d expect — drills, saws, 
gouges as delicate as toothpicks, knives, 
etcetera—nothing startlingly unorthodox. 
His materials, in addition to a wide variety 
of woods, include practically every com- 
mon substance and amalgam of substances 
known to metalurgy, plus Perspex (Brit- 
ish equivalent to Plexiglass) , leather, plas- 
tics (in moderation) and some members 
of the paper family. 

Rex has a gift for turning unlikely- 
seeming objects to good use, a flair that 
was exampled during the building of a 
pre-WWI touring car. This car featured 
fenders of a peculiar and elusive cross 
section. After vainly kicking this problem 
around for hours, he noticed that a neigh- 
bor’s puppy, which had dropped by for 
a game, had brought along and was play- 
fully savaging a tin clasp that a wellknown 
maker of potted meats uses to seal his 
lids. Measurement showed that the thing 


was right, to half a hundredth of an inch, 


for the job in hand, and only needed a 
few minutes’ rolling to give it the correct 
longitudinal contours. 
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Incidentally, Rex is a fool for animals 
and birds and attracts them in an extra- 
ordinary way. As he works, drawing at 
his desk or plying tools at his bench, 
fauna ranging from retrievers to robins 
enter and leave at intervals through the 
always-open door, and, according to their 
natures, either nuzzle his trouser cuffs 
or perch at his elbow. 

Outside of his royal commissions, which 
have included models for Siam’s Prince 
Chula (B. Bira’s cousin and onetime 
sponsor) and Mister Grace Kelly of 
Monaco, the finest “static” Hays ever made 
was the fabulous E.R.C. Club Trophy. 
This tenth-scale gem commemorates the 
extinct marque E.R.A., and was paid for 
out of the residual funds of the club when, 
it discontinued about nine years ago. With 
its hood reimoved to expose the watch- 
maker workmanship within, it is on per- 
manent exhibition at the Steering Wheel 
Club, Brick St., London W.1., where visit- 
ing Americans will no doubt be welcome 
to inspect it without getting stuck for an 
annual subscription. 

The trophy is an exquisite miniature 
of R.LA., the first E.R.A. ever built, and 
incorporates about 4000 parts, 80 percent 
of them metal. The body is separate from 
the chassis and the whole car can be dis- 
mantled in three hours. Individually 
fashioned and fitted components include 
springs and shackles (the latter complete 
with grease nipples) , axles, shocks, drop- 
arm and drag link, Girling brake gear, 
brake drums, instrument rims, oil pipes, 
air pressure and thermometer lines, engine 
with such auxiliaries as blower and mag- 
neto, flywheel housing, gearbox and so 
‘forth. An engraved plate on top of the 
gearbox reproduces the correct patent 
numbers and the chromium plated ex- 
haust pipe is heat-dulled where it leaves 
the manifold. 

R.LA. itself had been broken up and 
its main elements distributed between 
three owners living in widely scattered 
parts of Britain when Hays was asked to 
undertake this wonderwork. Moreover, the 
makers’ own drawings had long since per- 
ished. When approached on the project, 
his reaction was that it couldn’t be done: 
or, if it could, the research involved would 
make the price prohibitive. Egged on, he 
quoted 500 pounds — around $1400 at 
present rates and the biggest fee he’d ever 
drawn for a single job. To his astonish- 
ment, the club agreed. It took him 500 
working hours to make the trophy. Award- 
ed annually for the best performance by 
a British driver of a British car in foreign 
races, it is one of the most coveted prizes 
in U.K. motoring sport. 

The minting of trophies in the likeness 
of famous automobiles has been something 
of a Hays specialty. Another celebrated 
miniature of his is the Pomeroy Trophy, 
which the Motor’s learned Laurence Pom- 
eroy commissioned as a memorial to his 
even more erudite father. It simulates the 
1914 T.T. Vauxhall, which was one of the 
elder Pomeroy’s masterpiece designs, and 
is aptly contested among members of the 
Vintage Sports Car Club. But the one of 
which Rex is privately proudest has a 
purely parochial standing and didn’t put 
a shilling in the bank for him. This is the 
Peter Henderson Trophy, superbly rep- 





resenting a Cooper-Bristol at one-twen- 
tieth scale. 

Henderson, of whom Hays had never 
heard until he was dead, was a member 
of the small and unsung K.L.G. Motor 
Club, privy to employes of the K.L.G. 
spark plug company. Also, he was one of 
the tens of thousands of regular race 
spectators who form the backbone of speed- 
sport in England or any other country. 
When he died in his prime, his widow 
came to Rex and asked what it’d cost 
her to commission a fractional Cooper for 
a club prize in Peter’s memory. Judging 
that the girl wouldn’t be in a position to 
raise a tithe of the normal price, he in- 
sisted on making the model gratus. 

In a rather different category, though 
commemorative nonetheless, was the per- 
fect effigy of a 1938 G.P. Mercedes that 
Hays built to the order of a lifelong friend 
of Dick Seaman’s mother, after Dick’s 
tragic death. This model, complete with 
driver wearing a helmet of the same green 
linen that Seaman always wore, was pre- 
sented to Mrs. Seaman, who placed it in 
the family chapel at her home at Pull 
Court, Gloucestershire. 

As a broadcaster, TV personality and 
occasional public address verbalist at races, 
Rex Hays gives that supple larynx of his 
plenty of exercise. But the talking assign- 
ment he probably enjoyed most was an- 
nouncing his own miniature Grand Prix 
at two indoor exhibitions staged in Lon- 
don, during 1952. Prior to the first of 
these, sponsored by Model Engineer mag- 
azine, the organizers petitioned the Duke 
of Edinburgh to find out if there was 
anything he'd like specially featured. 
There was. He wanted Hays’ work. 

With this royal compliment for a spur, 
Rex went to work and not only created 
a full field of contemporary G.P. cars 
— Ferraris, Alfas, Maseratis, Gordinis, 
H.W.M.s — but also built and erected a 
400 foot track for them to race around. 
Every conceivable appurtenance of the 
Grand Prix scene, including pits, grand- 
stands, safety fences, trees, armletted of- 
ficials, spectators (600 of them) and ad 
boardings, was accurately produced at 
one-tenth scale. 

The cars were powered by 1.5 cc en- 
gines and ran on guide rails. Hays, as the 
presiding Gulliver, talked solidly to a 
packed and entranced audience, both dur- 
ing and between races, for ten hours per 
day, ten days in a row with just one 
Sabbath interval. The organizers only had 
one quibble to make: when the serial 
Grand Prix went on, the resulting unholy 
din instantly drew the full attention of 
95 percent of the exhibition’s clientele, 
leaving the rest of the show to fall flat 
on its face. At the second of these events, 
the Schoolboys’ Exhibition, the ten days 
had a total of 62,000 kids watching the 
tiny carerra agape with fascination and 
covetousness. 

Two six-ton trucks were needed to trans- 
port the dismantled track and its acces- 
sories. As neither Model Engineer nor the 
Schoolboys’ Exhibition could afford to 
mount his eggcup epreuves, and he didn’t 
want to pass up a lifetime’s chance of 
demonstrating his gab potential, he made 
a preliminary tour of the British automo- 
bile industry and newspaper world. He 








offered to. sell advertising space on the 
traditionally-sited boardings and banners. 
Every prospect on his list came across, with 
the result that the ventures turned grati- 
fying profits. 

Hays, and other miniaturists of his 
way of thinking, make no attempt to 
endow their powered models with the 
sensational maximum speeds achieved by 
what may be called the vitesse pure school, 
which is mainly, I believe, an American 
phenomenon. The typical car developed 
by this cult is essentially an engine tightly 
surrounded by a metal or plastic founda- 
tion garment (alias the body) with a 
wheel at each corner. Little or no attempt 
is made to simulate a real automobile, so 
streamlining can be carried to any extreme 
and frontal area cut to an “uninhabitable” 
minimum. Rex, while holding a strong 
respect for these bomblets and their con- 
structors, puts the accent always on real- 
ism. He not only builds his models for 
manning, but also, in the case of power 
jobs, mans them. The driver's clothes and 
personal accoutrements are ten-tenths 
comprehensive and correct, with one paii 
of goggles and a spare pair around his 
neck. An Alfa or Ferrari handler, for in- 
stance, wears bright blue overalls with the 
appropriate Pirelli facsimile on the chest. 
Drivers in Hays’s exhibition Grands Prix 
had articulated arms, with the hands fas- 
tened to the steering wheel. Thus, by 
means of an ingenious mechanism that 
transmitted motion back from the guide 
rail to the wheel, the illusion was created 
that the driver had volition and was ex- 
erling steering force. 

High-speed pileups provided an unre- 
hearsed highlight of the schoolboys’ midg- 
etfest. Once, by a thousands to one 
chance, when an H.W.M. and a Ferrari 
were racing neck to neck down the main 
straight, the front roller guides of both 
cars failed simultaneously. Ripping free 
from their back rollers with a force that 
actually bent the eighth-inch steel guide 
plates, they angled apart, the H.W.M. 
looping four times and tossing its drive1 
out; the Ferrari went head-on into a stone 
wall close to the trackside. Another time, 
an H.W.M. that had shed its tethers 
smashed through the chestnut fencing and 
tore into a cluster of dwarf spectators, 
scattering casualties to right and left; fin- 
ally it hacked down two saplings, capsized, 
and plowed a deep weal in the grassed 
public enclosure. The grass, incidentally, 
like the trees, was real and growing. The 
spectators had been modeled in clay and 
produced in commercial porcelain. Hays, 
who studies humankind around the cir- 
cuits as closely as he studies cars, showed 
real talent in painting his extras’ faces in 
the likeness of recognized motor sport 
types. 

As an author in addition to his other 
crafts and professions (The Vanishing 
Litres, a book he published last spring, 
has been well received) Hays never finds 
quite as much time as he needs for mod- 
eling. If and when he discovers an al- 
chemic formula for a 25-hour day, he 
hopes to complete an ambitious series of 
twentieth-scale solids that will tell the 
all-time story of Grand Prix racing in 3-D. 
Extant items in this collection to date are: 
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Rex Hays 


continued from preceding page 
1906 Renault, winner of that year’s French 
G.P. at Le Mans; Nazarro’s 1907 F.1.A.T.; 
Lautenschlager’s 1908 Mercedes; the same 
homeric German’s 1914 Mercedes; 
Murphy’s 1921 Dusenberg; Segrave’s 1923 
Sunbeam; Segrave’s 1924 2 litre Sunbeam 
(San Sebastian G.P. winner); 1924/25 P2 
Alfa; 1926 1.5 litre Delage; 1935 P3 mono- 
posto Alfa (Nuvolari’s winning car in the 
German G.P.); 1934/35 750 kg. Merc; 
C-type Auto Union; 1939 3 litre Mercedes; 
2 litre Ferrari and Gordini (old Formula 
2); 4.5 litre Ferrari; 158 Alfa; 250F Mas- 
erati; W196 Mercedes, 1955. Presently 
under construction are the 1912 Peugeot 
(Georges Boillot’s car, French G.P. victor 
at Dieppe) and the 1934 3.3 litre Bugatti. 
When these two are completed, Rex aims 
to go back over the years and start filling 
in the gaps. Bids for the entire collection 
from both British and U. S. sources are 
under consideration at this writing. And, 
in addition, Hays has plans for making a 
kindred series of historic sports cars. 
Obviously, making a replica of a par- 
ticular antique racing car, as distinct from 
one that merely typifies a greater or lesser 
batch, contronts an_historically-exacting 
modeler with special difficulties. The ac- 
tual characters in which the original race 
numbers were painted and their precise 
location on the body and hood, for ex- 
ample, have to be faithfully counterfeited. 
Hays’ devotion to his craft is rooted in a 
deep and dedicated love of cars. After serv- 
ing his apprenticeship in a truck and bus 
factory, he joined the late Cecil Kimber’s 
staff at the birth of MG. As an MG em- 
ploye he raced a few times at Brooklands, 
although without any memorable success, 
and also handled early Kimberware in 
English trials and other competitions. His 
forte as a driver apparently lay in demon- 
strating cars to prospective buyers, a fact 
which, when it became bruited abroad, led 
to his being borrowed from MG by such 
famous figures as Segrave and Campbell. 
The only trouble with so persuasive a 
demonstrator and talker, as Campbell once 
remarked, was that if you let him chauf- 
feur you a mile or two in the car you 
planned to sell, you probably wound up 
deciding you wanted to keep it after all. 
Hays’ personal taste in lifesize automo- 
biles, in contrast with his professional 
predilection for the miniature, has a 
strong lean towards the rumbleguts Bent- 
leys of the vintage era. He has owned five 
at various times, including the original of 
the majestic Le Mans 4.5 litre. Equipped 
by nature with about as much commercial 
instinct as a snowman, he doesn’t presently 
make the sort of income, he says, that is 
compatible with a 4.5 Bentley’s thirst for 
gas, or its insurers’ thirst for premiums. 
But someday soon, Steyning’s bald-pated 
Gulliver may find himself back with the 
big-banger classics that have inspired some 
of his gouges’ noblest sculpture. 
Dennis May. 
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on vertically placed tubular shocks. These 
units are here — instead of outboard — only 
because this is the best place to feed stress 
into the chassis without 
weighty bracing. 

The back wheels are overworked to be- 
gin with, so needed special attention from 
Jano. A de Dion tube, small and light, of 
course, curves behind the differential and 
is located in one plane by parallel trailing 
arms mounted well inboard on each side. 
We've seen sliding blocks for lateral guid- 
ing before, but seldom with the block 
bolted to the frame and the guide hung be- 
low the de Dion tube as is done here. This 
was done to get a low roll center without 
excess downward curvature of the axle 
tube. Springing is again by transverse leaf, 
clamped in the center and working on 
rollers below the hubs, with nine thin 
leaves this time. Though it looks stiff, this 
is more flexible in operation than the 
roller-mounted leaves used in the rear by 
Ferrari and Maserati. 

To make sure the tubular shocks had no 
effect on roll stiffness at all, Jano mounted 
them vertically about a foot apart in the 
center of the car. Links and rocker arms 
actuated them from the top and a third 
rocker joined them at the bottom so that 
when the car rolled the whole shock ab- 
sorber assembly rolled with it. The shocks 
only worked when both wheels jolted up 
and down in unison. 

When all this was worked out, there just 
wasn't any room left in the chassis for in- 
board brakes, as had been used in the 
sports cars. Outboard brakes, conventional 
except for the use of four shoes per wheel, 
filled the insides of the 16-inch wire 
wheels. Drums were exceptionally wide, 
with several types of finning, and the back- 
ing plates had no scoops and were only 
moderately drilled. 

The cockpit was stark, even for a race 
car, with a big 10,000 rpm tach hung from 
the cowl and a small cover over the even- 
smaller two-piece prop shaft. A handsome 
drilled-spoke wheel had a short shaft to a 
steering box just behind the dash. The 
pitman arm pushed a long drag link down 
the center of the engine vee which rotated 
a bell crank vertically pivoted to the uppe: 
front crossmember. Bottom arm of the bell 
crank turns the wheels through a split 
track rod and drilled I-section steering 
arms. The rear brakes could be hand- 
applied through cables and a small leve 
at the left of the seat. 

You can see that the general layout of 
Jano’s brainchild was conventional, in 
terms of modern racing design, but the de 
tails were extremely imaginative. With a 
prototype constructed in early 54 Gianni 
Lancia and his team had a lot of gremlins 
to evict from the premises. In the mean- 
time they went on with sports car racing 
to keep up with the times and try out 
equipment for the GP car — not to mention 
keeping their star-driver team in shape. 


adding more 








After a poor weekend in Florida they 
snapped back to win the Tour of Sicily, 
the Mille Miglia, the Portugese GP and 
the Targa Florio. Nothing but 4.9 Ferraris 
could get even close to the 3.3 liter B24 
Langjas. 

The high point of the sports car’s caree) 
was Ascari’s single-handed Mille Miglia 
victory, for in September the Grand Prix 
preparations were soaking up most of the 
team energy. Only highlights of their four- 
car Tourist Trophy entry were two new 
3750 cc engined cars with outboard front 
brakes — undoubtedly the same units as 
were about to appear on the GP car. 

In the meantime Ascari and Villoresi 
spent their work week flogging the D50 
prototypes around Monza and San Remo, 
as well as the private Turin course. They 
bent up at least one car apiece while try- 
ing to get below the Mercedes time of 1:59 
at Monza, but even in early October they 
could only touch 2:04. Most of the work 
so far had been on chassis, though, and 
when the latest items were transferred 
from the engine dynos to the cars it was 
announced that Ascari was down to 1:56, 
which was really fast. Then followed a 
solid entry for the Barcelona Grand Prix 

Dramatically late three cherry-red cars 
appeared: two for go and one for practice. 
The two went in a big way, setting fastest 
laps before and during the race and pull- 
ing out before ten laps were run. Villoresi 
had brake and bearing trouble while ade 
fect in the gearbox casting had doused -As- 
cari’s clutch with oil, but when they were 
in they outcornered and outaccelerated 
Ferrari, Maserati and Mercedes. There was 
a twitch to the handling and they were 
hard to hold out of corners, but the pros- 
pects looked good. 

A KLM plane flew the cars, in practically 
identical trim, down to Buenos Aires in 
January. On this twisty course Castellotti 
was nowhere in his first GP start, but the 
two aces travelled very fast. While watch- 
ing them the public realized what the driv- 
ers had known for some time: that Jano’s 
concept had given the cars better shee: 
road adhesion than any competing ma-_ 
chine, but when the limit was passed there 
was no turning back. Front and rear cor- 
nering powers were so well matched that 
they couldn’t predict which end would 
break away first — sometimes both at once 
—and when they broke it was like light- 
ning. 

The theory employed was excellent, and 
is still being recommended today by many 
blue-sky designers. Trouble was that the 
cars couldn’t be tossed around with a little 
margin to play with at the breakaway 
verge; Italy’s best drivers weren't equal to 
it. This layout could still be good for 
courses with tight corners and_ long 
straights, like Barcelona and Sebring ™ 
the second Watkins Glen course, or even 
for straight drag racing where the excel- 
lent rear wheel bite would pay off in low- 
ered elapsed times. Keep this in mind! 

Jano and staff worked hard on these mat- 
ters in early '55, altering many details. Re- 
moval of the oil cooler from the left hand 
pontoon allowed an increase of nine gal- 
lons in fuel capacity, and the new tanks 
were riveted instead of welded. Both single 
and multiple oil cooling pipes were tried, 
running between the right hand tank and 














the body. A more conventional two-shoe 
brake was developed, as was a drum with 
a finned aluminum face riveted to a cast 
iron braking surface with deep, delicate 
finning. There was a rounder nose shape. 
and two instead of one gearbox control 
rods. To improve rear wheel behavior, the 
de Dion tube mounts for the trailing arms 
were moved out toward the hubs on some 
cars. 

These things done, Ascari carried the 
team to wins at Turin and Naples and led 
most of the way at Pau. At Monaco, 
though, he couldn’t catch Fangio and 
Moss in the short-chassis Mercedes and 
went flying off course into the bay in the 
attempt! On the following Wednesday As- 
cari was up and practicing for the Monza 
1000 kilometer race. As he hurtled over a 
back straight in a Monza Ferrari bor- 
rowed from his friend Castellotti, a work- 
man ambled out into the road. In trying 
to avoid him Ascari overturned the cat 
and was killed. 

This was what Gianni Lancia’s oppo- 
nents needed. The Lancia family had 19 
percent of the company stock, and Gianni 
only a part of that. Lancia was not pros- 
pering so the racing activities were ruled 
out by a majority of the directors. While 
feelers were extended to seek out possible 
purchasers for the equipment, Castellotti 
took one car to Belgium as a private entry; 
he also took Vittorio Jano, a squad of 
mechanics and a spare car. After setting 
fastest lap in practice the D50 ran a con 
trolled third spot until it spun and stalled 
on a patch of oil. 

About a month later, after checking 
with British and American firms, Lancia 
turned every shred of the racing depart 
ment (except the sports cars) over to 
Enzo Ferrari. Jano went along with the 
deal, so development of the snarling V8's 
could continue as planned. The cars 
turned up at Monza in September, but 
had to be scratched. Tire temperatures 
were running half again as high as on the 
Super Squalo Ferraris, which was too 
much for the Englebert casings to which 
Ferrari was bound by contract. They late: 
tried Dunlops in practice at Oulton Park 
in England, returning to Monza _ for 
winter testing 

The 1956 season and Fangio’s World 
Championship are recent history, telling 
of the success of the Lancia D50 as modi- 
fied by Ferrari's crew. The refurbishments 
advanced in two stages: for Argentina and 
for Syracuse, and similar stages apply fon 
1957 too. Let’s look at the refinement of 
that furry V8 first, and then see how the 
cars were made driveable by ordinary 
mortals. j 

Early power figures quoted for the V8 
ranged between 230 and 260 bhp, a reason- 
able figure being 250 horses. Lancia had 
experimented a lot with direct fuel in- 
jection but were discouraged by a tendency 
for fuel droplets to find their way down 
the walls into the oil supply. Solexes were 
the answer. [hey also tried two bore /stroke 
combinations: 76 by 68.5 mm and 73.6 by 
73.1 mm, finally settling on the latter. 
First set at 8100, the rev limit crept up to 
8400 and Hawthorn took it to 8900 at the 
end of °55. 

Prior to 1956 the original Weber carbs 
were given another try. They produced ten 
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Arnolt-Bristol Bolide... not easy to achieve is that 
balance between brute performance and all-around utility that 
marks the true dual-purpose sports car. In the Arnolt-Bristol 
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FEATURES UP-TO-DATE SERVICE DIRECTORY AS EXTRA BONUS! 


At last! A publication for sports car owners which includes a complete SERVICE DIRECTORY! Here you'll find an 
accurate listing of more than 1,000 dealers and garages all over America equipped with parts and know-how to 
fix your foreign-made car! 


AND—CHECK THESE FEATURES 
in the new SPORTS CARS ILLUSTRATED DIRECTORY 
—on sale at newsstands September 19! 


ROAD TESTS of 10 of the world’s most popular sports cars. Six pages of authoritative road test data complete with pictures and all specifications 
on the AC Ace, Austin-Healey 100-Six, Chevrolet Corvette, Ford Thunderbird, Jaguar XK-140MC, MG-A, Mercedes-Benz 190 SL, Morgan TR3, Porsche 
1600, Triumph TR3. 


ROAD TESTS of American Gran Turismo Cars: Chrysler 300C, Dodge D-500, DeSoto Adventurer, Plymouth Fury, Studebaker Golden Hawk. 


BUYER’S GUIDE —Pertormance data, manufacturer's specifications,- facts, figures, and illustrations of production sports cars currently available. © 
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BUYER’S GUIDE to limited production sports cars. Descriptions and performance data on: 


Abarth, Allard, Berkeley, BMW, Bristol, Cisitalia, Dellow, D.B., DKW, Elva, Fairthorpe, Frazer-Nash, Gordini, Gregoire, Jensen, Jomar, Kieft, Lancia, Lister, Mor- 
etti, Nardi, Nichols-Panhard, Pegaso, Saab, Salmson, Stanguellini, Talbot-Lago, Turner, Volvo, W.D. 


PLUS: 


BUYER’S GUIDE to plastic sports car bodies—Fiberglass bodies to fit standard American frames ... including dimensions, prices, listing of where 
available, 


SPECIAL SURVEY ON ACCESSORIES -—Facts, figures and prices of accessories and equipment to add to your car. 


Don’t Miss the SPORTS CARS ILLUSTRATED DIRECTORY 
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more horsepower at the top than the 
Solexes could, but were weak in the middle 
ranges. Reinstatement of the Solexes allied 
with the use of a separate tuned pipe for 
each exhaust port brought the: power in at 
5000 rpm instead of 6500 and raised peak 
power from the 1955 level. The cars were 
geared for 82-8600 on the fastest straight 
of a given course, and drivers were still 
asked to stay under 8100 in the gears. 

Before the middle of 1956 the structure 
of the engine had been heavily reworked. 
Ferrari elected to use the oversquare 
dimensions previously rejected, now that 
induction and exhaust were taking care of 
low-end power. To raise compression new 
pistons were made and gaskets between 
heads and cylinders were eliminated. A 
heavier oil pan was also cast to contribute 
more stiffness to the bottom end. These 
touches resulted in an engine that was 
reliable but just a hair rough at 9000 revs, 
but would blow sky-high at 9100! Fangio 
proved the point in Belgium, where he 
left a broken car with 9200 showing on 
the tell-tale. There were also some clutch 
troubles, probably aggravated by the hot, 
unventilated working conditions — back 
the gearbox, but a switch to 
metal-to-metal discs cured them. 

For this year new 
bolted on and reangled to give a straighter 
air path to the valves. This, with more 


there by 


Solexes have been 


detail attention, smoothed out the torque 
curve and tacked on 18 bhp from 4500 to 
7000 rpm, Before going to Buenos Aires 
they tried out some new fuel brews at 
Modena, and did put six percent nitro to 
it in Aregntina, but the cool race day 
threw off their still-experimental carbu- 
retion. Clutch faults cropped up again 
but were blamed on faulty materials. To 
the situation further, the latest 
open-wheeled Ferrari-Lancia has the 1956 
vertical Solex layout, though it appears 


upset 


that this was a trial engine for the revised 
chassis. 

Speaking of chassis, Ferrari worked fast 
and hard to endow the Lancia with 
normal handling. He made two changes 
right away in 1955: added an upper frame 
tube at each side to take loads off the 
cylinder heads, and fitted an anti-roll bar 
above the front suspension with links con- 
necting the bar ends to the bottom wish- 
bones. The objective was to make the 
machine understeer mildly up to break- 
away and then gradually slide away at 
the rear. Adding the anti-roll bar in- 
creased lateral weight transfer at the front 
end, which promotes understeer. 

Then, to give more control and “feel” 
at the back end, a new rear-mounted fuel 
tank was riveted up and only the very 
front portions of the pontoons used for 
fuel. Several like this were built for Ar- 
gentina, but for Syracuse, 1956 anothe) 
version was prepared with small saddle 
tanks next to the cockpit, the pontoons 
being faired into the body for aerody- 
namics only. The Syracuse cars also had 
the revised rear suspension that was tried 
on Fangio’s Buenos Aires car, using the 
Lancia de Dion tube with new springing. 


A Ferrari transverse leaf was_ roller- 
mounted on new frame members above 
the axle tube and connected to it by 
links as were the original shock absorbe 
rockers. Those rockers were tossd out and 
good old Houdailles attached just behind 
each hub. In the course of this work the 
wheelbase was also lengthened about fom 
inches. 

Result of all this was that the break- 
away line was reached a lot sooner than 
before, and almost always at the rear, but 
the Lancia could now be driven on eithe1 
side of that line consistently by most of 
the Ferrari team handlers. As a double 
check one car was tried at Rheims with 
the front anti-roll bar (now attached 
between the wishbones) removed. This 
improved tight-corner handling, which 
was always good with the D50, but the 
car was a brute on swerves of the 100 mph 
and up variety. With the bar replaced the 
characteristics were exactly the reverse — 
still not right, but better. 

Also at Rheims Ferrari produced one 
machine with a brand-new Modena-built 
frame, like Jano’s but with a stiffer front 
section and other refinements. For the 
bumpy Nirburgring the shock mounts and 
the fuel tank were given added bracing 
They didn’t anticipate the structural 
failures that turned up at Monza, though, 
where the bumpy banked track surface 
broke nearly all the nice drilled steering 
arms. This led to some hairy moments 
for the drivers: sliding off the course, into 
pit counters, and so forth. 

1957 the wheelbase was 
shortened four inches again, to bring it 
back to D50 size. This was in search of 
neutral steer on 
longer rear 


Now | for 


slow corners, as was a 
wheel travel and _ slightly 
larger saddle fuel tanks with smaller reat 
oil and fuel tanks. All these indicate a 
return to the compactness and low pola 
moment of the original D50. Several cars 
of this type were erected with 1956-type 
bodies and altered front suspension 
geometry, but the big change came at this 
vear’s Syracuse event. Fuel tankage had 
again been reworked and the hollow pon- 
toons sheared off entirely, revealing the 
bunched megaphone exhausts. Also an 
adaptor was clamped to the reshaped bot 
tom wishbones to allow the use of coil 
springs instead of the leaf, 
which can still be replaced if necessary 
The torsion anti-roll bar took up a third 
position below the suspension entirely. If 
the °56 pattern is followed, this edition 
will have been seen most often this year. 


transverse 


For Jano, the Lancia sports-racing cars_ 
were only a guide, not a foundation for 
the Grand Prix machines, which took 
shape without restriction of any kind in 
the mind of a great designer. As a result 
the D50 ranks as one of the best inte- 
grated and most consistent race car de- 
signs ever. Had there been enough drivers 
with the patience to feel out its unusual 
handiing it might still exist in original 
form, but racing drivers are not patient 
men by nature. Knowing this Ferrari's 
staff made drastic changes, ‘but 
they’re edging stealthily back to Jano’s 
concept. 

At today’s pace, it’s indeed commend- 
able that a racing car conceived in 1953 
is still THE car to beat. 


now 


Karl Ludvigsen 
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(compiled by the editors of 
Radio & TV News) 


comprehensive 


Includes complete instructions 


and plans for setting up your own 


system—covers preamps, equaliz- 
tape recorders, 
speakers, enclosures and stereo- 


phonic sound. 


PARTIAL CONTENTS 


Why’s and wherefore’s of room 
acoustics, speakers, enclosures. 


How to buy and install pre- 
amps, equalizers, tone controls. 


Do’s and don’ts of amplifiers. 


Latest techniques and ideas on 
stereophonic sound. 


Tape recording ideas and re- 
corder guidance. 


Transistor hi-fi. 


All about speakers and 
enclosures. 


Building, servicing and improv- 
ing hi-fi systems. 


WATCH FOR THIS NEW 
ZIFF-DAVIS 
PUBLICATION 
AT YOUR 
FAVORITE NEWSSTAND 
ONLY $1.00 





Le Mans 


(Continued from page 29) 


night of practice, the coupe seemed to be 
overgeared, and at one point Moss stormed 
into Mulsanne at the end of the straight 
with his rear brakes locked up. Behra and 
Simone were down to drive the open 4.5, 
and when Fangio finally made up his mind 
to come to Le Mans, he was wisely put in 
as Maserati’s reserve driver. Thus, he 
could take over whichever car was bette1 
placed at the end of a few hours. The open 
1.5 was Moss’s Mille Miglia car, still fitted 
with the second gear-box behind the en- 
gine. 

Second night .of practice was a hair 
raiser. Fangio was out in the 4.5 Maser, 
along with Mike Hawthorn in the 4.1 
liter Ferrari, both cutting their average 
speed by big chunks each time around 
until they finally crossed the 200 kph (av- 
erage) barrier. The previous best prac- 
tice lap had been something under 4/10”, 
but in what seemed a surprisingly short 
time they both broke 4 minutes. Mike led 
off with a 3’59” lap; then the old man 
showed him how to knock a second off his 
time and turned 3'58.1”, which means an 
average speed of 203.526 kph or 126.3 miles 
per hour for the 8.2 mile circuit. With 
this accomplished, Fangio pulled into the 
pits, and as it turned out never got back 
behind the wheel of a Maserati again dur- 
ing the next three days. 

Ferrari had so many different kinds of 
cars at Le Mans that only engineer Ballan- 
tani knew which was which. They brought 
two of the potent 4.1 V-12 machines, with 
the latest twin cam engine, each weighing 
slightly over 2200 pounds. Besides these 
there were two very new cars with 3.1 
single-camshaft V-12 engines. Here, the 
spark plugs are placed near the exhaust 
ports on either side, no longer in the 
“V”" of the engine. 

Chis engine was developed directly from 
the successful 250 Europa Gran Turismo 
motor. A new chassis and a Testa Rossa 
body make the new 3.1 one of the lightest 
Ferraris ever to come out of Maranello. 
It weighs slightly under 1800 pounds. One 
car was fitted with the gear box linked to 
the engine, and the other with the gear 
box back in unit with the rear end. The 
front of both cars had been cut away 
exposing the brakes, almost like a GP car. 

Ihe two 4 liter machines were each fitted 
with a mechanical type of assist to the 
brakes; leverage would build up pressure 
in one cylinder, and this in turn would 
actuate the second, acting as a servo assist 
on the brakes. However, this resulted in a 
spongy feel to the Ferrari anchors, and one 
driver commented that he was tempted 


to overuse them, a disastrous practice 


in any long distance event. 

The Ferraris were far from aerodynamic 
—at least compared to a D Jag—but their 
“boxy” shape seemed to be an aid in slow- 
ing them down at the end of Mulsanne. 
The handling on the big factory sports cars 
has been improved tremendously, and the 
continued on next page 





NOW WE’VE DONE IT! 


Here is the entire line of MERIT plastic kits from 
England Don’t Drool ! 
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but read on, there's a catch 
Only the D Jag is in stock. The W-196 Mercedes (unin 
tentionally advertised earlier) and the Aston Martin 
DB-3S are scheduled to arrive by the time this ad 
appears. The others are in the works to get here at 
various times until by | November we should have ail 
of them in good supply 
The MERIT kits are complete in every detail of the 
representative cars. All parts & cement are supplied 
NO TOOLS ARE NEEDED. Scole is 1/32 and finished 
model is about 61/2” long. They are beauties 
Cars are from left to right as pictured 

© GP CONNAUGHT © GP MERCEDES © LOTUS Mk 11 
© GP MASERATI ® D JAGUAR © GP FERRARI @ 
ASTON MARTIN DB-3S * COOPER Mk 9 * GP VANWALL 
Because most of you will want all or nearly all of the 
models & because we can do the paper work for one 
order cheaper than for nine WE OFFER 

all 9 kits for $15.00 

or any 6 for $10.00 
This offer is made on one condition: — that you don’t 
needie us with correspondence regarding delivery delays 
The manufacturer will do his best so will we and 
we will ship on arrival 
1f you don’t wont the combination offer you may 

order the kits individually at $2.00 each 

but the same dope goes WE'LL SHIP ON ARRIVAL 


SER 





ALS 
TUNING _ REF AINTENANCE 


These Service Manuals are printed in Australia with full 
cooperation of the manufacturers and cover thoroly 

® ENGINE © CLUTCH © GEARBOX © REAR AXLE 
© BRAKES © STEERING © SUSPENSION © FUEL 
SYSTEM © COOLING © ELECTRICAL ® BODY ¢ 
WHEELS & HUBS etc 

For private owner or professional service man here is 
detailed knowledge for TUNING MAINTENANCE or 
OVERHAUL. 








AUSTIN A 40 Devon 1947-52 
A 40 Somerset 1952-54 

FORD Consul & Zephyr 1951-56 $ 95 
Anglia & Prefect 1953-56 6 


V-8 & Mercury 1932-48 
Custom & Customline 1949-54 
Customline o.h.v. 1955-56 Seat 
HILLMAN MINX weees. | ee ee ee 
MG TD (with special tuning for TB under the car 
TC and TD engines) heading represents 
MORRIS Minor, Series MM & ohv . manent: One 
Series |! manual covers sev 
RENAULT 750 ond 760 1947-52 po lag 
e 
VOLKSWAGEN to 1956 na 


(Factory manual for Australia) 


Per manual 


RALLY EQUIPMENT 


Blackwell Average Speed Calculators are imported 
from England where they are an indispensable part of 
the Motor Rally Scene. Finest materials & workmanship 
ore used to produce all of the following engraved heavy 
celluloid instruments 

Mk. |—Beginner’s choice 5'/."' dial $4.50 
Mk. t1—For race or rally 8°’ dial $7.50 
Mk. 1V—Long ones 3 to 3000 mi 18/180 mph $12.50 
Mk. V—Most accurate 6/60 mph 1/10 to 10 mi $9.00 

Leaflet describing all above on request 





RALLIES TRIALS & GYMKHANAS $5.00 
For Beginner complete coverage that leaves no 
stone unturned no question unanswered 
For Expert polishes rough edges for SMOOTH 
finishes. ONLY complete book on the subject 


M G MAINTENANCE 


M.G. WORKSHOP MANUAL (1930 to TF) $8.50 
Overhaul! & tune any MG from bumper to tail light 
TUNING & MAINTENANCE OF MG's to TF 1500 $4.00 
Top British tuner gives details & pointers 


MG TF SHOP MANUAL 50 
MG “‘A’’ SHOP MANUAL 9.50 
MG MAGNETTE (ZA) SHOP MANUAL $6.50 
TUNING & MAINTENANCE OF THE MG A $5.00 


This book by Philip Smith (author of Tuning & Mainte 
nance of MG's) is devoted entirely to the MG A & ZA 
Magnette. Here are the kind of tuning & maintenance 
tips not to be found in factory shop manuals, or in 
fact in any publication to date 


OTHER SHOP MANUALS 


AUSTIN HEALEY 100 (to 1956) 9.50 
CROSLEY (all Models) 6.00 
MORRIS MINOR Series MM & 11 $6.50 
$.U. CARBS & FUEL PUMPS (Factory manval) $3.50 


Factory manual delivery subject to stocks available 
In California PLEASE add 4% tox on all orders 
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SPORT BODIES 


sempae 295 


AND $495 


Years Ahead Styling... Today! 
New Fiberglass *‘Speedster’’ 
“*Sabre"’ Sports Bodies easily ** 

On"’ any chassis. LIGHTER, stronger- 

than-stee!| body gives ‘‘sports car 

performance.’’ Fun! Fast! Sporty! 
$295 ‘‘Sabre’’ fits Crosiey, Fiat or 
any 72-88" W.B.) ($495. ‘‘Speedster’’ 

Cun Ford, Chev., Willys, Henry J. & 

Cum? 90-106" W.B.) (Aliso * Shot for 

mger cars) FREE! “Ca Log"’ 

with’ “photos & plans. aa ostes: vols 
STEP’ CONVERSION 
( Hz: OF WHAT OT HERS ‘HAVE DONE. 
+ 25c for handling’ & post. (FREE 

. gift worth 50Oc inctuded.) 


ALMQUIST Eng. Co. 


DEPT. SCI110 © MILFORD, PA. 
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Fine Handmade LE MANS styled Accessories 
1. Aluminum cover strip to hide —~ “ond finish 
along outside bottom of car. $7 a pai 
il. Threshold covers of engine turned stainless steel. 
$12 a pair. 
Hl. Stainless steel engine turned scuff plates for in- 
side of doors. $12 a pair. 
iV. Clips of engine ssemen stainless steel for top edge 
of door compartment. $5 a pair 
V. Stainless steel engine tnened ’ spoke covers for 
steering wheel. $5 a set. 
All 5 Items Shipped Postage Free — 
In Calif. add 4% sales tax — No C.O.D. 
Many fine handmade items for Jag, MG, aw "en. 
Write to ERNIE HANELINE, Box 141 
SUNSET BEACH, CALIF. 














Frank Millard Sport Cars 


15531 Ventura Blvd. 
Encino, California — Phone State 9-6176 


MERCEDES BENZ — MORRIS 
BORGWARD — JAGUAR 
MG — ALFA ROMEO 
AUSTIN — AC ACE 


“Where the stars buy their cars.” 














50 pages — 10,000 items. 
Bigger and Better, complete Coverage 
of all manufacturers Plus any and all 
Special Equipment tor New Models - 
MANY heretofore unlisted items —from 

wheel discs to fuel injection 
Send your $1.00 today — 
refundable on first purchase. 
HILDEBRANDT © CRAGAR © EDELBROCK 
HILLBORN © OFFENHAUSER © WEIAND 
HALLIBRAND ® HARMON & COLLINS 
SCINTILLA VERTEX 
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Le Mans 


continued from preceding page 


short but extremely fast bend just atter 
leaving Tertre Rouge could be taken flat 
out, while last year this was impossible. 

Ferrari had a very strong driving team. 
Phil Hill was over from California, and 
teamed with Peter Collins. Musso was 
back, apparently in good health after a 
bout with typhoid fever, and he and Mike 
Hawthorn were given the other 4 liter. 
The two 3.1’s were given to Maurice Trin- 
tignant and Oliver Gendebien and to 
Stuart Lewis-Evans and M. Severi, Fer- 
rari’s chief test driver. Lewis-Evans was a 
new-comer to the scuderia, having been 
signed on after his steady drive at Monaco 
in a Connaught Formula I car. A 750cc 
Osca, and three Stanguellinis completed 
the Italian contingent. 

From Germany, of course came Porsche. 
Chere were three RS Spyders, one of them 
the latest type, seen briefly in practice two 
weeks before at the Niirburgring. This car, 
a lighter and more refined version of the 
RS, weighs 571 kgs or 1258 lbs as com- 
pared to 1284 pounds for the older RS. 

The English contingent at Le Mans was 
stronger than ever. Aston-Martin, fresh from 
their victory on the Niirburgring with the 
3 liter DBR1, chose Le Mans to introduce 
the 3.7 car, designated the DBR2/370. This 
prototype was interesting because finally 
Aston-Martin had built something that 
could conceivably give the D-Jags some 
competition on the Sarthe circuit. The 
back-bone type chassis had been laid down 
several years before, but Aston-Martin rac- 
ing engineers didn’t have the complete 
car ready until the 1957 24 Hour event. 
The engine is a 6 cylinder twin-cam design 
with a capacity of 3670cc — bore 92mm; 
stroke 92mm. Valve angle is 40 degrees; 
cam and accessory drive by chain. The 
David Brown-built head and block are 
aluminum; the three gallon wet sump sys- 
tem lubricates the seven main _ bearing 
crank; single ignition; carburetion by six 
Weber single-choke 48 DOE’s; horsepower 
is probably more than 280. 

The D-B five-speed gear box is at the 
rear in unit with the differential/rear end 
and Girling disc brakes with Ferodo lin- 
ings are standard equipment. The three 
Astons, two 3 liters and the 3.7 had a fan- 
tastically loud exhaust note, reminiscent 
of the Ferrari-Lancia GP car with its 
mighty megaphones. The 3.7 car was en- 
trusted to the two Whiteheads, Graham 
and Peter, while Brooks-Reid, and Salva- 
dori-Leston were given the two 3 liter 
cars. 

The Astons never equalled the show they 
put on two weeks before at the Niirburg- 
ring, for all of them were out of the race 
by early Sunday morning. The 3.7 jammed 
its gear selector, and the Brooks-Reid car 
crashed at Tertre Rouge after spinning, 
stopping in the middle of the road without 
any gears. Maglioli in the Porsche RS 
crashed into it. Neither driver was seri- 
ously hurt but two potential winners were 
out of the running. Le Mans ’57 was a com- 





plete debacle for Aston-Martin; they came 
beautifully prepared and with fantastic 
organization, but while the cars were ready 
their gear boxes let them down 

Jaguars were, of course, represented by 
Ecurie Ecosse. The 3.8 fuel injected Sebring 
car was on hand, along with another 3.8 
running on carbs. There were two other 
3.4 cars, one Belgian entry driven by Paul 
Frere- F. Rouselle, and a French-entered 
D-type. The two 3.8 cars looked identical 
to last year’s winner—they had the same 
type of plexiglass tonneau cover from the 
full-width screen on back, covering the 
passenger’s seat. As far as the Ecurie Ecosse 
team being a “private” entry, the identity 
of the pit personnel speaks for itself. Lofty 
England was in overall charge, but the 
factory mechanics were on hand as well 
as the Dunlop tire people and a represen- 
tative of the Lucas Company to look afte: 
the fuel injection car. One car was even 
seen with English factory license plates. 
This should in no way detract from the 
effort of David Murray in putting Ecurie 
Ecosse in the winner’s circle, but there 
should be less talk about it being a com- 
pletely private venture. 

Flockhart and Bueb were given one 3.8, 
while Sanderson and Lawrence handled 
the other. Mixture problems cropped up 
in practice with the injection car, but 
things were soon ironed out. With an 
honest 300 bhp under the hood, this D-type 
was about to give a fine account of itself. 
The foreign opposition to Jaguar was for- 
midable enough, but the English went 
about their business with quiet calm, while 
both Ferrari and Maserati took all the pre- 
race publicity and attention. 

The failure of Aston-Martin to bring 
home the bacon was equaled by the disap- 
pointment at the failure of the Coventry 
Climax 1500 twin-cam engine to last even 
through practice in Colin Chapman's 
Lotus. The car had been literally flying 
and was much faster than any of the 
Porsches; Chapman himself turned 4/29” 
while Jay Chamberlin got down to 4/25” 
None of the Stuttgart air conditioners 
could get beneath 430”. Only 55 pounds 
lighter than the Maglioli-Barth Porsche, 
the 1500 Lotus Climax “double knocker” 
seemed to handle and accelerate bette 
than anything the Germans could offer. 
Just watching Chapman drive it through 
Mulsanne corner was an experience by 
itself. He would shut off later than any of 
the other small stuff, then get on it again 
before he was halfway through the corner. 
He literally drove it through the corne 
with his foot practically in the carburetors. 

Thus, we were all anticipating a terrific 
duel between the Maglioli-Barth Porsche 
and the 1500 Lotus to be driven by “Mac” 
Fraser and Jay Chamberlin. But while 
Huschke von Hanstein and his team were 
concerned about the English car’s perform- 
ance, their worries were soon over. During 
night practice Thursday evening, Mac was 
hauling down Mulsanne at about 7200 
when the 1500 dropped a valve! Bitterly 
disappointed, the Lotus team sent out a 
hurried call for another 1500 engine from 
England; but this came to nothing. Chap- 
man decided that since the same malfunc- 
tion had happened to every other engine 
of the new type, there was no point in try- 


ing to start the 1500 in the race. Besides, 
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Removable 


PLASTIC TOPS.. 


add beauty & comfort 


to your Sports car. 





AUSTIN HEALEY (1957) 
FORD THUNDERBIRD ('55-’57) 
MERCEDES-BENZ (All Models) 

PORTHOLES OPTIONAL $25.00 





MG (A), (T.D.), (T.F.) 
JAGUAR (Ali Models Except Convertible) 
CORVETTE ('54-’57) 
PORSCHE (All Models) 
TRIUMPH (TR-2), (TR-3) 
AUSTIN HEALEY 


Color choice of cloth headlining material 
(no flock). Large rear window. Chrome 
hardware. Easily installed or removed. 
Call your dealer to see one on display 


or order direct. 


PLASTICON INC. 


9721 Klingerman El Monte, Calif. Gilbert 4-0519 
country’s largest mfg. of plastic tops 
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HI-FI DIRECTORY 


& BUYER'S GUIDE 





(compiled by the editors of Popular 
Electronics and Radio & TV News) 
The world’s first complete listings of all 
hi-fi equipment on the market—plus pro- 
fessional advice on how to pick the right 
unit for your own needs. If you’re a hi-fi 
fan now—or want to get a rig soon, here’s 
a publication that’s tailor-made for you. 


PARTIAL CONTENTS 
Turntables vs. record changers 
How to buy a tone arm 
How to buy AM and FM tuners 
Full guide to tape recorders 
Detailed facts on preamps and 
amplifiers 
Latest information on speakers, 
crossover nets, speaker systems 
Enclosures and consoles 
Transformers, instruments, record 
clubs, books, controls, etc. 


WATCH FOR THIS NEW ZIFF-DAVIS 
PUBLICATION AT YOUR FAVORITE 
NEWSSTAND ONLY $1.00 





there was only one engine left, the last 
one anyone had, anywhere. Actual trouble 
was not immediately discovered, but it 
would seem to lie in material failure rathet 
than some basic fault in the overall design. 
The English BRM had experienceg valve 
trouble last year in GP racing, and it 
boiled down to suppliers who did not furn- 
ish valves that would do the job. 

Here is where a man like Ferrari has a 
tremendous advantage over his competi- 
tors. Practically everything that he uses in 
his engines is constructed right in his own 
foundry. 

So a dejected Colin Chapman decided 
to put all his eggs in one basket and have 
a go at the Index of Performance, usually 
the forté of the DB’s or the Porsches. For 
this effort, Colin had prepared a special 
750cc Lotus Climax. The bore stayed at 
2.8 inches, but the stroke had been short- 
ened to 1.7 inches. The engine produced 
59 bhp at 8000 rpm with two twin-choke 
Weber (35mm) carburetors. This car and 
two other 1100 machines were fitted with 
a very-streamlined and very-effective wind- 
shield rig that gave the “Loti” extremely 
good aerodynamics. The “seven-iifty” car 
was driven by Cliff Allison-K. Hall, cover- 
ing 2,159 miles in the 24 hours. (89.9 mph. 
average) . 

From France came a team of Talbots 
with 2.5 Maserati engines, all of them 
sporting new Stanguellini bodies. ‘These 

Talbots, sponsored by Dubonnet, were no 
more than a token effort on the part of the 
builders to have a medium displacement 
blue car on the starting line. They were 
too heavy, weighing over 1980 pounds. 
Gordini arrived at Le Mans with two ma 
chines, a three liter eight cylinder, and a 
two liter six. Neither put on any kind of a 
show and only proved that Gordini has 
slipped badly in the past few years from 
his once influential position in European 
racing. The one real-going blue-painted 
car at Le Mans was the Ferrari Testa Rossa 
in the hands of Maurice Picard and Richie 
Ginther; the latter is one of the cleanest 
and most rapid up and coming American 
drivers yet seen in Europe. 

The race itself was extremely exciting 
during the first three hours. The Italians 
fully extended themselves — beyond any 
reason — but although the cars went fast 
in the first part of the race, it availed 
them nothing in the end. Peter Collins was 
the first away at the start, but he lasted 
exactly two laps before the engine seized 
up. (Just the day before, we had seen the 
V-12 engine from the Collins-Hill car com- 
pletely torn apart, and we remarked at the 
time that we hoped the starting driver 
wouldn’t over-stress things in the first part 
of the race.) As soon as Collins was out, it 
was Mike Hawthorn’s turn to have a go. 
He lasted just 19 laps before a wheel 
change forced him into the pits for an ex- 
tended stop. The result was that when the 
Ferrari finally did get back into the race, 
it could never retake the lead from Flock- 
hart’s Jaguar, despite the fact that Haw- 
thorn turned 359” in an effort to catch 
the Jag. 

The other going Ferrari proved to be #8 
— the Gendebien-Trintignant car. This 3.1 
machine looked to be very nearly as fast as 
the D type Jags, certainly on acceleration 


continued on next page 





ABARTH Sweeps 
'57 Mille Miglia! 
Ist, 2nd and 3rd! 


ABARTH 


FREE-EXHAUST 
MUFFLERS 














VW* - PORSCHE* 
190-SL - BORGWARD 
XK-140* - FIAT 
DAUPHINE - 4-CV 


* —4-Barrel Others: 2-Barrel 
@ Ist, 2nd and 3rd place Mille Miglia 
1957 winners used ABARTH mufflers. 
Now you can enjoy, on your own car, 
the tremendous power increase and ab- 
solute reliability that have established 
ABARTH as the world’s finest muffler. On 
hill-climbing, passing and acceleration 
you won't recognize your car after you 
have added the ABARTH muffler! WARN- 
ING: Beware of imitations! Look for 
the ABarTH Scorpion Seal! Installation 
is sO easy you can do it yourself. 


VW & KG, '55 and earlier $32.50 
VW & KG, 56 and later, deluxe 34.50 
Porsche, all models 39.50 
Borgward Isabella & TS 34.50 
Mercédes 190-SL 42.50 
Fiat 600 19.50 
Jaguar XK-140, 

Dual two-barrel per set 79.50 
For the Renault Dauphine 23.50 
For the Renault 4-CV 19.95 


SAVE YOUR TIRES WITH A 


Competition - Type 
Tire Testers 


@ No part of your car takes a worse 
beating than the tires. Under-inflation 
(or over-inflation) ruins them. And cor- 
rect tire pressure is vital for top accel- 
eration, successful cornering technique 
and peak performance. 
Furthermore, most 
service station gauges 
are inaccurate. The 
only way you can be 


sure is to use a preci- 
sion tire tester of your 
own, The MoTest will 
pay for itself many 
times over with long 
tire life. 





Capillary-type, (top illus.) 9-43 Ibs.* $2.95 
Clock-type, 2” dial, 10-50 Ibs.* $2.95 
*Including Genuine Leather Pouch 
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OCTOBER 757 
Le Mans 
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and quite possibly on top speed, despite 


. the Jag’s superior aerodynamics. Phil Hill 


had nothing but good things to say about 
the car and apparently it will supersede 
the Testa Rossa as Ferrari’s “production” 
sports car in 1957-58. Prancing horse re- 
tirements were due to engine seizure and 
failure of oil supply on the two 4 liters, 
while the 3.1 went out with a blown piston. 
The Severi-Lewis-Evans car finished in fifth 
position. General opinion was that bad 
fuel caused most of the trouble, for the von 
Frankenberg-Herrmann Porsche also went 
out with a blown piston. More than likely 
these cars were “pinking” or “knocking” 
all the way down Mulsanne straight and 
the drivers, unable to hear it, did not lift 
their feet. 

After only six hours the Ecosse D types 
had it all their own way, running steadily 
but conservatively. The 4.5 Maser coupe 
had long ago folded up with a seized reat 
end, as had the open 4.5 that Behra had 
driven so nobly for such a short time. The 
rubber boot over the joint from the half- 
shaft at the rear wheel came off, all the 
oil came out, and pieces letting go from 
the half shaft flew into the fuel tank. 
Simone was at the wheel when it hap- 
pened, and he managed to stop the car at 
Mulsanne before any fire could start. The 
Scarlatti-Bonnier 3 liter Maserati went out 
with clutch trouble before twelve hours 
were up. Thus, to all intents and purposes, 
the race was over early on the morning of 
Sunday the 23rd when the D Jags took the 
lead, holding it till 4PM Sunday afternoon, 
24 hours after they started. 

The Italian “challenge” just never ma- 
terialized. Possibly it could have, particu- 
larly among the Ferraris, if Collins and 
Hawthorn had lifted their feet occasionally 
to make it a 24 hour race instead of a two 
hour sprint. For the English, Le Mans once 
more became an automobile showroom. 
What a pity that neither Chevrolet no: 
Ford had the courage to bring a team to 
France for this internationally famous 
event. Even if they didn’t even finish, the 
fact that they were there and entered 
would have been a step in the right diréc- 
tion. And Le Mans is not that difficult a 
race to win, according to Jaguar. 

Jesse L. Alexande) 
og eed LE MANS 24 HOUR RACE 
1. Flockhart—Bueb; Jaguar “DD”; 3781 cc; 
averaged 113.85 ‘mph for the 2732.36 miles 
covered in the 24 hours. 
2. Sanderson—Lawrence; Jaguar “D’’; 3781 
ec; averaged 111.16 mph for 2665.51 miles. 
3. Lucas—“Jean Marie’; Jaguar “D’’; 3442 
ec; averaged 110.17 mph for the 2644.15 
miles. 
Frere—Rousselle; Jaguar “‘D’’; entered by 
the “Ecurie Nationale Belge’; averaged 
107.95 mph for 2590.76 miles. 
wis-Evans—Severi; Ferrari; 3117 cc. 
Hamilton—Gregory; Jaguar “D”’. 
Bianchi—Harris; Ferrari ‘“‘Testa Rossa’’. 


- Hugus—de Beaufort; Porsche RS; 1498 cc. 
Mackay-Fraser—Chamberlin; Lotus; 1098 


— 


ce. 
Rudd—Bolton; AC Bristol; 1971 cc. 


_ 


INDEX OF PERFORMANCE WINNER 


1. Lotus 750 cc; Allison—Hall. 
2. Lotus 1098 cc; Mackay-Fraser—Chamberlin. 
3. DB 745 cc; Cornet—Perrier. 


Fastest lap (record) 
Ferrari; 4023 cc; Hawthorn; 
3 min 59.6 seconds; 125.67 mph 
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straights of the high desert country. I took 
the wheel. The seating position felt fine: 
high, with plenty of room for everything 
but my feet, which tended to get tangled 
in the tight-packed cluster of pedals. The 
throttle pedal was tucked between the two 
big pedals in typical old-continental style 
good for heel-and-toe work but easy to 
make mistakes with at first. 

I found it surprising that this car was 
very reluctant to get off the line in spite 
of its close power to weight ratio and fast 
idle. But with higher revs it would shud- 
der, charge and peak out all within fow 
seconds. First speed was at the far left of 
the H-shaped gate, second was straight 
back. In this cog, the 2.3 delivered a solid 
whack-in-the-back and hurried powerfully 
up to 60 mph. Here I popped the lever 
across to third, and began to get some idea 
of the passions this purebred carries locked 
under its long hood. There are plenty of 
road machines that will do 75 in third, 
but not many will do it with such fierce 
eagerness. 

It was also surprising to discover that 
the 2.3 handles heavily, like an old truck, 
at low speeds. But at 40 mph there’s an 
easy, fluid quality to everything it does; 
and from about 60 mph onward the heavy, 
pedestrian side of its character vanishes 
completely. It becomes supple as a whip 
and its road behavior is far above aver- 
age, even by modern sports car standards. 

Alfas of this period were celebrated for 
their “sentient steering,” which, in the 
words of a road-tester of the '30’s, “seems 
to anticipate turns before you reach them.” 
This description has the ring of super- 
stitious folklore, but it’s well-grounded. 
It’s possible, more or less to will a motor- 
cycle around a bend by body or muscle 
movements that are practically impercept- 
ible. The Alfa, thanks largely to its full 
ball-bearing almost frictionless steering, 
can be guided the same way. Too tight a 
grip on the wheel at speed can produce 
symptoms of wander; but these are caused 
by the driver’s own minor body movements 
being telegraphed to the front wheels 
through its super-sensitive steering. 





The 2.3’s cornering behavior is no less 
uncanny. It has been called an oversteering 
car; but, judging by the Zipper specimen, 
this is not exactly the case. The effect of 
common oversteer is that the car pulls to 
the inside of a curve and has to be steered 
away from the inside for it to follow the 
radius of the curve accurately. The Alfa is 
not like this; it’s weird. The front wheels 
follow any curve as though on rails, and 
need none of the correction required by 
over- or under-steer. But the rear wheels 
don’t follow the same invisible track. They 
slide outward, following a trajectory of 
their own until their alignment puts them 
parallel again with the front wheels. It feels 
as though the rear wheels need a. moment 
to catch up with the front wheels, and 
the sensation is a little disquieting until 
you learn that this outward swing of the 
rear end always stops as soon as the reat 
wheels point in the same direction as the 
front wheels. 

The rear-end slide sets in at fairly low 
cornering speeds, but no matter how fast 
we cornered there was no trace of tire 
squeal. The slide isn’t sudden, and has no 
slippery broken-loose feel. Like the slide 
of the modern Porsche, it probably helps 
the 2.3 get through turns a shade faster 
than it otherwise could. This effect prob- 
ably was an important factor in the 2.3’s 
racing successes 

Otto and I spent the first few hours of 
our test day taking care of the basic road- 
testing preliminaries: weighing the car, 
calibrating its speedometer, taking pulling 
power and drag readings, and just getting 
the feel of the machine. It was a ball. And 
then the clutch went out. 

At the very outset Zipper had announced 
that he wasn’t happy with the clutch; he’d 
hoped to rebuild it before this but. the 
needed springs had not arrived. So we 
nursed the clutch carefully. During high- 
speed gear changes it would slip momen- 
tarily and we learned to avoid this by not 
applying throttle until the multiple disc 
unit had established a good bite. But the 
time came when depressing the clutch 
pedal suddenly had no effect. 

Worse things can happen than being 50. 
miles from civilization in a ’34 Alfa with- 
out a clutch, Zipper assured me cheerfully. 
Then, with great gusto, he proceeded to 
pick his way through the spur-cut gears. 
His first few changes were just a bit noisy, 
but by the fifth change he had established 
such control over engine speed and geai 

continued on next page 
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Special stainless-steel studs (having a low 
coefficient of expansion) are screwed into 
the crankcase with a very long thread. 
These studs extend through the cylinde: 
muff and through the cylinder head. Spe- 
cial nuts at the upper end of these studs 
hold the cylinder head against the barrel 
which in turn is held firmly on the crank- 
case. 


\ special copper washer serves as a gasket 
between the cast iron portion of the cyl- 
inder barrel and the head. This is annealed 
each time the head is removed. The muff 
does not extend quite to the upper end of 
the barrel to avoid interference which 
might otherwise occur due to the difference 
in expansion between the cast iron and 
the aluminum. 

Norton Manx hairpin valve springs are 
used. These give 180 pounds pressure when 
the valve is on its seat. 

One of the most outstanding features of 
this engine and one that evokes much 
comment is the special double overhead 
camshaft setup. These camshafts are sup- 
ported by ball bearings held in special 
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speed that he was shifting smoothly, if not 
quickly, in both directions. “Why not?”’, 
he asked, when I complimented him on 
this. “Didn't Nuvolari win races this way? 
Of course I have to be more careful than 
lazio—the factory won't be giving me a 
new gearbox tomorrow.” 

Without a clutch we obviously couldn’t 
run off a standard set of acceleration fig- 
ures. Zero to 30 in low gear was no prob 
lem; but the zero. to 60 run required one 
shift, and our time would have been a lot 
better with an operating clutch. We were 
able to record a perfectly representative 20 
to 80 mph time in top gear, pointing up 
the great low-speed torque and flexibility 
of this apparently high-strung but none- 
theless docile engine. An important factor 
in this car’s performance is its combined 
wind and rolling resistance — low, for a 
vintage machine 

The 2.3’s ride is about what you'd expect 
in a prewar sports car based on a racing 
chassis. It’s very hard but well-snubbed by 
original-equipment Siata friction shocks, 
and unlike some of the harsher present-day 
sports cars, there is nothing acutely jolting 
about the ride. Jouncing over rough dirt 
roads put the Figoni body to a severe test. 
Many Italian and French coachbuilt 
minum bodies of this period were flimsily 
built and deteriorated fast. But the body 
on this 2.3 was without a squeak or rattle, 
the body panels never squirmed and the 
long, graceful fenders never vibrated. It 


alu 


was as solid as an iron casting. 

The brakes of the race-bred 2.3 look 
magnificent. With their finned aluminum 
muffs, they fill the 19-in. wheels right out 
to the rims, and have an inside diameter 
of 15.75 ins. They are rod-operated; but 
this should not be held against them. 
Some of the best brakes in the world have 
been of this type. Still, the Alfa’s brakes 
aren’t as good as they look. The linings 
are narrow and the mechanism feels devoid 
of servo action. It takes immense pedal 
pressures to produce anything approaching 
reasonable stopping power. The fact that 
the great drivers of the 2.3’s heyday—from 
spectacular Nuvolari to cool Carracciola— 
made little use of their brakes is significant. 
But not only the Alfas of the time were 
under-braked; so were Bugattis and Mer- 
cedes. 

In every other way the 2.3 was and is an 
engineering masterpiece—one of the great 
high-performance cars of all time. The 165- 
bhp racing version, among its many racing 
victories, won at Le Mans three times, in 
the Targa Florio three times, in the Mille 
Miglia twice. It was designed to whip the 
competition Bugattis, Maseratis and Mer- 
cedes; and it did. 

It was in 1932 that Alfa, a make that has 
consistently cut its competition and _ its 
touring cars from the same patterns, in- 
troduced the sports-touring version of the 
2.3. Except for tune and wheelbase, it was 
identical to the race car; it pulled 150 bhp 
at 4900 rpm. The bare chassis sold fo 
$8000 and a 2.3 in concours condition today 
still may bring $5000. But such a car should 
not be kept as a mere showpiece. It cries 
out to be driven hard and, so driven, its 
immortal excellence is as freshly thrilling 
today as it was a quarter-century ago 

Griff Borgeson 









MG, Healey, TR, Fiat, Volkswagen, Morris, 


Crosley, Hillman. . 


. anc many other light 


car chassis can be used to build a hard-charg- 
ing sports car for street or competition using 


the immediately available DEVIN 


body. 


24 wheelbase and tread combinations plus 
available extras such as headrest, cockpit 
liner, etc. make the Devin the outstanding 
kit on the market. Beautiful lines, superb 
finish and ease of installation have satisfied 


hundreds of customers. Call or wire 


Bill 


Devin today or write for name of dealer 
nearest you. Build the special you’ve dreamed 


about: Use the new 
engineered 


Devin tube 


components, no_ welding, 


frame & 


use 


wrenches to assemble. Takes big OHV V8’s. 


Complete Brochure: $1.00 (refundable ) 
- 
CpEviw 


PHONE: Whitehall 2-4719 


DEVIN 


44500 Sierra Highway Lancaster, California 


ENTERPRISES 


Builders, National Class Championship Sports Cars 


pith 
a 


DEVI 
fiberglass body 


A FEW OF THE 24 SIZES AVAILABLE 


BODY W.B. TREAD FITS 
A 78-82” 407-44” Crosley, Fiat 
B 82-86 40-44” Hotshot, Fiat 
C 867-90" 407-44” Class G & H Special 
D 82-86" 457-48" Simca, Renault 
E 82-86" 457-48” Panhard Sedan 
F 867-90" 457-48” TR2, TR3 
G 867-90" 487-52” Healey (4) 
H 907-94" 457-48" MG TC 
1 907-94" 487-52” MGTD TF 
J 92’"-96" + 487-52” Devin Chassis 
K 90-94" 487-52” Stock VW 


ALL SIZES: $295 F.0.B. Lancaster including 
trimming, crating and Federal Excise Tax. 


























Whats our Line... 
SERVICE ? 
Ves Indeed! 


THOROUGHBRED provides the finest 
imported car service in the southwest! 
And . . . the most reasonable. 

How come? Easy. . . the large volume 
we enjoy in Service AND Sales enables 
us to offer the best of facilities to our 
customers. Try us . . . you'll see! 


SERVICE——guaranteed repairs 
SERVICE—best trades 


SERVICE——THE best cars 
. . . and another REAL SERVICE 
BANK FINANCING 


PLEASE ALLOW US TO BE OF SERVICE 
TO YOU SOON AT OUR NEW LOCATION 


820 N. Broadway * Oklahoma City 


CAR /COMPANY 


DEALER FOR— JAGUAR, MG, MORRIS, 

ROLLS ROYCE, AUSTIN-HEALEY, MERCEDES- 

BENZ, ALFA-ROMEO, PORSCHE, RENAULT 
and DKW. 


















THE NEW HOME OF 
ISKENDERIAN RACING CAMS 


The Only American Manufacturer 


WITH FACILITIES FOR THE 
eiSiicl, WN lem tels)tiea dle), me): 


RACING CAMS for both 
FOREIGN and AMERICAN 
SPORTS CARS 





CAMS and ENGINEERED KITS 
In Stock for the Following: 


e JAGUAR 
AUSTIN-HEALEY 
e VOLKSWAGEN 
e PORSCHE 
e TR-2, TR-3 
e MGA, MG 
e VOLVO 


We also grind cams for 

















other foreign cars. Write 
for specific information on & 
your car. 4 


ED ISKENDERIAN 


607 No. Inglewood Ave. 
Dept. SCI, Inglewood, California 
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AUTOSHOES 


These specially designed driving shoes of supple 
black leather have steel plates between the boll 
of the foot and the double sole in order to dis- 
tribute the pressure from the foot pedals over a 
larger creo, thus preventing undue fatigue. A 
layer of sponge rubber between the soles cushions 
the hee! when walking. The outer sole is continued 
up the heel of the shoe, forming the counter and 
taking the wear that comes from driving. Its fiat 
shape also holds the foot in the correct position 
for pedal operation. The shoes, which come in 
a plastic drawstring bag, are extremely light 
weight (18 oz. a pair) and exceptionally com- 
fortable for long driving. Guaranteed to fit and 
to satisfy or your money cheerfully refunded. 
Sorry, no C.O.D. $12.95 ppd in the U.S. Calif. 
add 4% tax. Please state size. 


AUTOSHOES 
Box 34639, Dept. A]0,LOS ANGELES, CAL. 
SHOWROOM: Ed Lynch Sports Car Equipment, 
1449 Westwood Bivd., L. A. 24. 











When you order 
by mail... 


please print your name and 
address clearly, be specific 
in your order, enclose proper 
amount, allow ample time 
for delivery. 











VOLKSWAGEN RoaD 
EMERGENCY KIT 4 


Here's insurance against trouble anywhere, 
anytime. Kit includes: Distributor points, rotor, 
cap brush, condenser, generator brushes and 2 
spare fuses plus original VW wiring diagram. 
Complete kit $4.95 ppd. Kit plus 4 Bosch spark 
plugs $8.50 ppd. Send year and model, please 
no COD’s. 








Hg. for German 
Bosch electrical 
equipment 


2600S W. VERNON AVE., LOS ANGELES 8, CALIF. 

















SPORT CAR OWNERS! 


Buy Direct from Manufacturer and Save! 


e SPORT TOPS e TONNEAU COVERS 
e BOOTS e TIRE COVERS 
CUSTOM MADE—EASY TO INSTALL 
Send for Samples and Price List 
BON-TON AUTO UPHOLSTERY INC. 
15 W. Marie St. Hicksville, N. Y. 














Phone: WElls 1-1600 
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aluminum cages, which are secured to the 
head by Allen head cap screws. The cam- 
shafts are chain driven. 

Since the chain must be quite slack when 
the engine is cold to allow for expansion 
of the parts, some means for taking up the 
slack was necessary. This is accomplished 
by a Weller-type chain tensioner. This 
was made from a coil spring and a flat 
spring from an alarm clock. One end of the 
flat spring is attached to the end of a 
tube enclosing the coil spring, and the 
other end is free to slide back and forth 
in the tube. The pressure of the flat spring 
bearing against the chain eliminates the 
slack. A brake consisting of a tapered steel 
button held against the other side of the 
chain by a light spring prevents undue 
flexing of the chain at low RPM. The 
cam drives have a vernier adjustment 
which consists of an uneven number of 
holes (12 & 13) in the driving and driven 
plates which form the coupling. The cams 
actuate hollow steel tappets which have 
one flat side which bears against a bronze 
plate. This stops the tappet from turning. 

Inlet valve lift is 1% inch, while exhaust 
valve lift is 7/16 inch. Inlet valve opens 
60 degrees BTDC, and closes 80 degrees 
ABDC. Exhaust valve opens 75 degrees 
BBDC, and closes 50 degrees ATDC. This 
gives an intake duration of 320 degrees and 
overlap of 110 degrees. The cam lobes are 
so big that they’re drilled for lightness. 

Oil is piped to the cam cages through a 
tube into the hollow camshafts and out 
through a hole in each side of the cam. 
Ihe cams and tappets are made of case- 
hardened steel having .040 inch case. Herb 
uses Castrol R oil and feels that this is 
responsible for the absence of any measur- 
able wear on the cams or chain. 

Herb machined the very stiff Dural con- 
necting rod from a piece of a scrapped air- 
plane propeller. 


The piston is reworked from a Harley 
61, The skirt having been shortened. It was 
relieved to give about 1/16 inch clearance 
under the valves at the wide open position 
and some metal was turned off the crown 
to bring the compression ratio down to 
914 to | for 100 octane gas, which is what 
Herb was using when the engine was in 
the bike. However, Herb now plans to 
convert to alcohol and intends to raise the 
compression ratio to about 14 to 1. This 
increase will be brought about by using 
another piston. This one, also made from 
a Harley 61, will not have any metal re- 
moved from the top except in the area 
directly under the valves which is neces- 
sary to prevent interference. 

The engine is equipped with a dry sump 
lubrication system. This system has several 
advantages in that it permits better oil 
cooling and enables an adequate amount 
of oil to be carried. Also, by eliminating 
the deep oilpan necessary on a wet sump 
engine, the overall height of the engine 
can be reduced. Following general practice 
in dry sump engines, the oil pump has two 


sets of gears: the pressure gears and the 
scavenging gears. The pressure gears take 
the oil from the outside tank and pump it 
into the oil galleries and passages of the 
engine under pressure. These gears are 
comparatively narrow. The scavenging 
gears are much wider. It is the duty of the 
scavenging gears to draw the oil out of the 
sump as fast as it arrives after being circu 
lated through the engine, and return it to 
the outside tank. Since these gears are com- 
paratively wide, they are capable of pump 
ing a much greater volume of oil than the 
pressure gears. There is thus no danger of 
the sump becoming flooded with oil while 
the engine is running. In practice the sca 
enging gears pump some slugs-of air from 
the sump as the oil is low. This air is sent 
along with the oil to supply tank. 

In dry sump systems, the supply tank o1 
reservoir should not be completely filled 
with oil, since space must be allowed for 
the expansion of the oil due to the increase 
in temperature and the frothing due to the 
air being mixed with it. These reservoirs 
should also be provided with a vent to 
prevent pressure building up on top of 
the oil, first, as a result of the air being 
pumped into the tank, second, due to the 
decreasing space on top of the oil resulting 
from the expansion of the oil and third, 
from the tendency of the pressure of the 
air itself to increase due to its own increase 
in temperature. 

Herb decided to make use of this ail 
pressure in the oil reservoir to pressurize 
the top of his gas tank and force the fuel 
to the engine. In this way he eliminated 
the necessity for a mechanical fuel pump 
or an air pump such as is often employed 
on midget and sprint cars. 

Since only 114 to 2 pounds of air pres 
sure are required to supply fuel to the 
Amal carburetor, Herb devised a simple 
and ingenious check valve on top of the 
oil reservoir. It consists of a square piece 
of fiber fitting in a cylinder. This piece of 
fiber normally covers a drilled hole o1 
passage leading from the top of the rese) 
voir, and serves as a valve. A light spring 
holds this valve down, closing the passage 
until the air pressure reaches about 2 
pounds. Then it opens, venting the excess 
air to the atmosphere, thus preventing fur 
ther buildup of pressure. To get the ini- 
tial pressure necessary to start, Herb uses 
an air pump to put a little pressure in the 
top of the tank. The gas tank is made from 
22-gauge steel with bulkheads. 

The engine now has a bore of 84.5 mm 
and a stroke of 87.3 mm giving a displace- 
ment of 490 cc. An Amal I'l carb having 
a 1-7/32 inch venturi is used. 

Ignition is supplied by a BIH racing 
magneto driven by an open chain. Ignition 
advance is 43 degrees BIT'DC for gasoline. 
Herb considers that 7000 rpm is about the 
top safe operating limit. However, the 
engine has turned 8000 when the clutch 
slipped. 

Engine plates and mounting brackets are 
made of Dural. Engine has four-point 
mounting provided with rubber cushions, 
but trial runs showed the engine to be 
vibrating excessively so Herb decided to 
eliminate the cushion effect and also added 
a stay rod to the top of the cylinder. 

The close-ratio gearbox is from a Tri- 
umph TT Cycle. This box is attached to 

continued on next page 
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special order by any of the European com- 
panies that make sports casings. (I see 
where Dunlop have made up a set for the 
coming M.G. Class F record attempts in 
the 240-mph range, with practically no 
tread layer at all.) Inflation pressure can 
run 60 to 80 pounds on all these tires. 

I'he general problem of wind resistance, 
or air drag, is a little easier to picture. The 
whole idea here is to get your car to slip 
through the air mass with just as little 
disturbance of the mass as possible. You're 
all familiar with the terms “drag coeffi- 
cient” and “frontal area.” The former is a 
measure of the relative aerodynamic clean- 
ness Of a body, while frontal area gives us 
a yardstick for the relative size of the body 
presented to the air mass (it is actually the 
maximum cross-sectional area of the 
vehicle viewed from the front). Total air 
drag is directly proportional to both drag 
coefficient and frontal area—so a reduction 
in either, or both, will cut the drag pro- 
portionally. 

Space won't permit any detailed discus- 
sion of aerodynamic design here; but the 
major tricks are well known. At any speed 
event you'll see cars with the headlight 
openings taped up, door handles masked 
off, windscreens stripped off, underpans, 
skirted wheel openings, radiator grilles 
partially blanked off, etc. Every little bit 
helps when you're struggling for that last 
mph. Two tricks are especially effective, 

however: Removal of the windscreen on 
open cars, and masking off part of the 
grille opening. An upright windscreen sets 
up a huge “suction area” behind it where 
the air flow is swept up over the top and 
then swirls and eddies down behind the 
screen. Sometimes you can reduce air drag 
to less than half by merely ripping off the 
whole windscreen and getting rid of the 
suction (this also reduces frontal 
area). Some of the later super-speed cars 
are going to bubble canopies over the 
driver’s head; this increases the frontal 
area a little, but the drag coefficient is re- 
duced enough to more than compensate. 
(In fact, this is the reasoning behind the 
theory that a well-designed coupe body will 


area 


have less air drag than a well-designed 
open car. It has never been conclusively 
proved, however.) 


continued on next page 
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arms which pivot around the center reat 
sprocket shaft bearings. The purpose of 
this design was to put all torque reactions 
and engine shock at the back axle instead 
of on the frame. It also permits sprockets 
to be changed quickly. 

Herb felt that the conventional foot shift 
was undesirable in that during the stress 
of a race a gear might not be completely 
engaged. Then when the accelerator was 
tromped on, it would pop out of gear and 
allow the engine to overrev dangerously. 
Time would also be lost while attempting 
to reengage the gear. He therefore designed 
a gate shift with positive stops to prevent 
this contingency. 

An interesting feature of the shift link- 
age was the very ingenious bell crank. Herb 
had to deal with two arcs in this case so he 
designed the end which carries the uni- 
versal ball bearing on a stem which is a 
sliding fit inside the tube. A coil spring is 


used to return this arm to its shortest 
position. 
Herb used half-hard sheet aluminum 


.040 thick for making the body. To form 
the aluminum to the desired shape, he built 
a simple metal forming device in his cellar 
patterned after a wheeling and raising 
machine. It consists of a flat pulley which 
is free to turn on a shaft. This shaft is 
supported on a wooden framework built 
down from the joist. Another small diam- 
eter pulley having a crowned or convex 
surface is free to turn on a shaft which is 
supported by adjusting screws, which in 
turn are held by a wooden framework built 
up from the cellar floor. To use the ma- 
chine, the metal is placed between the 
rollers and the lower roller is raised by 
means of the adjusting screws until there 
is a light pressure on the metal. The metal 
is then slid back and forth between the 
pulleys and is thus made thinner, the idea 
being to thin the metal in from the edge 
itself. In this way, as the metal inside be- 
comes thinner, it has to bow out. 

With this machine, it is possible to get 
an absolutely smooth surface on the metal. 
Herb did no sanding or other smoothing 
on the body. As the metal is worked in the 
machine, it tends to become work hard- 
ened. Therefore, Herb annealed the metal 
once during the forming process, after he 
had worked the metal to about half the 
required curve. To anneal it, he used a 
torch operating on ordinary kitchen gas. 
He would heat an area and test it with an 
ordinary kitchen match. When aluminum 
is hot enough to char a pine splinter or 
match, it is hot enough for annealing. 
When one area reached this temperature, 
he moved to another and so on until the 
entire piece had been annealed. The body 
sections were welded together by a man 
experienced in aircraft welding. 

Herb has had the satisfaction of building 
a car which is a prize winner for workman- 
ship and appearance and I am sure he 
will soon have the added satisfaction of 
winning many trophies. 

Ed Monroe 





MARION’S 
MEANDERINGS ‘“\ 


Marion Weber 


ae ae 


Hi, there! A lot of nice people have told us that 
they read this column hoping to see stray bits 
of informative material tucked in among the 
sales pitches. Occasionally this happens and we 
are happy to render some good advice today. The 
bit comes from a recent experience when a young 
man strolled into the shop looking for some leather 
dye. We sold him a d‘Elegance kit and he asked if 
we had any top dressing to restore a canvas top. 
This is tricky, so we asked to see the car. It was 
parked on the street next to a mint MG, a jewel, 
and the car in question was pretty tired. ** | guess 
| should have taken better care of it,’’ the Y. M. 
said, ‘but it sits out all day while I’m at work 
and all that.’ 


Because he was a customer we didn’t say ‘‘That’s 
no excuse,’’ but we thought as much. The pristine 
MG sits out, too, but it’s always been covered 
either with a Tonneau cover or a Mitten. Frankly, 
the value of the tired TD was at least $500 less 
than the preserved one and, yet, it would have 
cost about $75 to have kept it up. $28.95 for a 
tonneau to protect the leather and facia, a few 
cans of Weymann Wax at $1.50, Waxomatic, to 
preserve the paint . . . $1.50 a jar, and a Mitten 
for $17.95. Most cars don’t lose their resale value 
from hard driving or racing . . . just from 
weathering. So, protect your hard-earned dough, 
keep your car clean and shiny it pays off! 


Here are a couple of new items: SLIDING WINDOW 
SIDE CURTAINS, for better visibility and ventila- 
Se ss 6 a x 


tion. For MG‘s 


, . other cars, 
prices on request 









MGA ASH TRAY- 
LIGHTER . . . here’s 
a cutie, and very 
useful, too. Snestles 
between the shift 
lever and the seat 
on MGA'‘s and TR‘s 
Only $8.95 ppd 





i. 


WRITE ME, MARION, FOR FREE CATALOG 


Typical prices on tailored car covers. Others for 
the asking. Semi-fitted covers for American cars, 
too. Write! 





STATE YEAR AND MODEL WHEN ORDERING 


MG Mitten 
Healey Hugger 
Triumph Tunic 
Guillietta Jumper 
(Spyder) 


$17.95 Lightweight 
canvas 
$24.50 Duralin 
(Not plastic) 
water repellent 
Guillietta Jumper 
(Coupe) 
Jaguar Jacket 
Porsche Parka 
VW Vest 
Mercedes Muff 
(190SL) 
Ghia Gown 
Borgward Bustle 


$22.95 Canvas 
$29.50 Duralin 


Corvette Cap 
Thunderbird Tepee 
Mercedes Muff (300SL) 


Calif. Residents please add 4% sales tax 


$27.95 Canvas 
$32.50 Duralin 





MG MITTEN Dept. S-10 
P.O. Box 157 South San Gabriel, California 
Showroom: 3044 N. San Gabriel Bivd. - CU 3-1410 
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200 mph 


continued from preceding page 


“Cooling drag” is another item that can 
cost you plenty. The Bonneville boys have 
been learning never to let anymore all 
through the radiator core than is abso- 
lutely needed to keep water and oil tem- 
peratures within limits. At speeds of 150 
mph and more a huge amount of air will 
go through a very small opening, and drag 
is high when chis air is rammed through 
the core and into the engine compartment. 
Only a small opening is actually needed to 
cool the powerplant. 

Then there’s chassis friction. The tricks 
here are well-known, too—like increasing 
bearing clearances, using thin, pre-heated 
lubricants, only half-filling the transmis- 
sion and differential cases, etc. This stuft is 
not as important as your reduction in aii 
drag and rolling resistance, of course . 
but chassis friction effects could easily be 
the difference between doing 197 mph and 
200! 


SPEED VS. HORSEPOWER 

So just how low can we get our HP re- 
quirements at 200 mph for the various 
basic body shells, using all the tricks? Let's 
let the slide rule talk here. Assuming sea 
level atmospheric conditions and a set of 
super-speed, light-tread tires at 80 pounds, 
I'd say you might look for these typical 
power requirements: 

The larger open sports jobs—like the 
Corvette, T’bird, Jaguar, etc.—could do 
200 mph on about 430 hp at the clutch. 
(This would be with windscreen stripped, 
headlights taped, underpan, cockpit cover, 
grille opening partially blocked, etc.) A 
nice, clean coupe in the larger size (like 
the Mercedes-Benz 300-SL) would have a 
lower drag coefficient; but the frontal area 
would be more . . . so it, too, would require 
over 400 hp at 200 mph. Both the 300-SLR 
open jobs and the one-of-a-kind coupe 
could get about 180 mph out of 290 hp, so 
this body type should be able to hit 200 on 
just about 400 horses. A D-Jaguar would 
want a hair more. Surprisingly enough, the 
power requirement at 200 mph for all 
these larger production-bodied cars ap- 
pears to be in the range from maybe 390 
to 440 hp. 

Requirements for the smaller bodies are 
not as much lower as you might think. A 
stripped MG. A, faired for speed and with 
super-speed tires at 80 pounds, would want 
around 370 hp to do 200 mph! The 
Porsche coupe is probably the most aero- 
dynamically-clean production sports car 
out; it would still require some 350 hp for 
200. When you get into the choppier 
bodies, like the Triumph, Austin-Healey, 
etc., your requirement is back up close to 
400 hp again. 

Obviously anything approaching 200 
mph with a basic sports car body is going 
to require something very special in the 
engine room. In very few cases could the 
original engine be modified to provide the 
necessary punch. The above horsepowei 
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figures suggest “super-race” versions of en- 
gines ranging from 3.5 litres with high- 
pressure supercharging to 6.5 litres 
unblown. 

Che only other alternative, of course, 
would be a special streamlined body. | 
don’t mean anything as radical as a typical 
Bonneville streamliner, but maybe some- 
thing along the line of the ‘54 Austin- 
Healey record car. This had a stock body 
with long tapered nose and tail sections 
welded on, a faired canopy over the 
driver’s head, and a separate ducted radi- 
ator in the nose section, fed by a small 
opening on the leading edge. ‘The horse- 
power requirement at 200 mph appeared 
to be between 300 and 320. Nothing to it, 
really . and yet those few pieces of sheet 
metal were worth close to 100 horses at 
top speed. And, of course, if you wanted 
to go all the way—with a fully-streamlined 
shell of optimum shape and minimum 
frontal area over a 2000 pound car—you 
could probably reduce your total power re- 
quirement at 200 mph to less than 180 hp! 
You wouldn’t have a “‘sports car” when 
you got done, though. 


THEORY VS. PRACTICE 


Joe Mabee did go 200 mph with a sports 
car. In fact, the car was originally con- 
ceived and built (in 1953) for the sole 
purpose of blowing off some of the hotter 
European sports machinery on the Cali- 
fornia and Texas road courses. It never 
enjoyed any notable success along this line 
-but that speed mark of 203 mph could 
be a’ target for some time to come. 

The design of thescar was very simple 
and straightforward. The frame was fab- 
ricated of heavy-wall chrome moly tubing, 
with torsion bar suspension all around of 
the early Kurtis type (solid axles with 
trailing links in front and leading links on 
the rear). Axles, wheels, brakes, steering, 
and transmission were stock pre-’49 Ford. 
The body was a standard Victress fiberglass 
job— (but, of course, well stripped and 
shrouded for the record runs) . Firestone 
Indianapolis tires, size 6.50/16, were used 
with treads shaved to a narrow strip down 
the center of the carcass. (This was before 
the special Bonneville tires were available.) 

The '53 Chrysler V-8 engine was built 
up by Ray Brown. It featured a 1/8” bore 
job (to 354 cu. in.), ported heads, big 
valves, Herbert roller cam with a wild 
“rpm” grind, 11.5:1 compression ratio. Hil- 
born fuel injectors, and Harman-Collins 
magneto ignition. The engine was never 
put on a dyno; but the performance of the 
car would certainly suggest well over 400 
hp at 5500 rpm on the methanol-nitro 
blend used at the Flats! 

There’s no denying that nitromethane 
had a big effect on the speed attained. 
When the Bonneville rulemakers put all 
sports car Classes on pump gas in 1954, 
Mabee brought the car back for another 
try. In spite of the fact that the block had 
been bored another 1/16” and the crank 
stroked 1/4” (giving 389 cu. in. in all) , the 
two-way average speed dropped off to 
187.66 mph! (True, though, he did get 
197-plus one way.) Assuming all other fac- 
tors equal, this would suggest that the 
maximum available horsepower dropped 
21% —or to probably less than 350. So I 


guess we should never forget the jiggle 
juice in our plans for super speed. (Inci- 
dentally, I should mention at this point 
that the 4200 feet of altitude and 90° air 
temperatures on the Bonneville flats are 
not conducive to ultimate speed. The ait 
drag is less at a given speed, but the effect- 
ive hp output of the engine drops a greater 
percentage—so the net effect is a loss of 
some 1-3%-in top speed, as compared with 
a similar surface at sea level.) 


SO WHY NOT 200 MPH? 

From all the above it would appear that 
the only practical way to get really supe) 
speeds (150-200 mph) out of a basic sports 
car would be to select one of the larger 
models to start with—then proceed to get 
more than 300 hp, either by modifying the 
original engine or installing a bigger plant. 
Unless you can get close to 400 extra horse- 
power, sheet metal fairing on the body will 
be necessary to approach 200 mph. There 
would seem to be no practical way to get 
these speeds out of the smaller, lighten 
models like the Porsche, M.G., etc. 

This brings up another angle that is 
ever-present on any super-speed car—and 
that is stability. At these terrific speeds 
little things like aerodynamic lift on the 
body, ““weathercocking” effect of the body 
shape, lateral torque reaction on the reat 
axle, etc. should be considered. These 
items are not nearly as critical at 200 mph 
as they are at 250, but they can get you in 
trouble if you aren’t set up right. For in- 
stance, fore-and-aft weight distribution 
should fall between 55/45 and 45/55 for 
reasonable directional stability at 200 mph. 
(This would be critical if you tried to 
wedge a big engine in a light car like an 
M.G. or Porsche.) If you add sheet metal 
fairing on the body nose, be sure the lines 
are tapered down low at the leading edge 
to reduce lift (this shouldn’t be too critical 
at 200 mph, though) . I doubt if a tail fin 
is necessary; it will increase drag, and is 
not essential to directional stability. Even 
with all the precautions, though, anything 
approaching 200 mph with a basic pro 
duction car calls for the wide open spaces 
of the Bonneville flats. The Germans’ 1938 
speed orgy, where the Mercedes-Benz and 
Auto-Union boys turned speeds up to 270 
mph on a 24 foot concrete pavement was 
bound to end in tragedy. 

But, given the right surface, a decent 
chassis, and a little space to spread out in 

. and top speed is pretty much a matte! 
of horsepower vs. drag. 

Incidentally, sports car owners are get 
ting the red-carpet treatment at Bonne 
ville. This year there were four majo) 
classes for you, all limited to pump gas 
There were classes for American and for- 
eign production sports cars, and two extra 
classes for American and foreign modified 
cars (the latter class also included com- 
mercial and home-built fabricated bodies) . 
All American cars are limited to 368 cu. in. 
production and 425 cu. in. modified. The 
foreign production class was sub-divided 
on displacement at 0-91 cu. in., 92-170, and 
171-305; foreign modified jobs divided at 
0-91 cu. in., 92-183, 184-305, and 306-488. 

Your chance is here. Come on out and 
try for that magic 200 in ’58. 

Roger Huntington 
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You'll enjoy... 

THE CHALLENGING 
NEW THEME OF 
THIS YEAR’S 


PHOTOGRAPHY 
ANNUAL! 


1958 PHOTOGRAPHY 
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The 1958 edition of the PHOTOGRAPHY 
ANNUAL is the brightest and most imagina- 
tive ever published. Its theme, its con- 
tributors, its 250 pages of striking photo- 
graphs are certain to delight you! 


‘“WHAT ISA CAMERA?”’ is the exciting 


theme. 


In answer to that question, the Editors of 
POPULAR PHOTOGRAPHY have com- 
piled ‘‘an illustrated definition of photog- 
raphy’’— including a selection of the most 
entertaining and original pictures you’ve 
ever seen. 


The wonderful world of photography will 
be yours to enjoy through the lens of: 


The Exciting Camera 

The Playful Camera 

The Workaday Camera 

The Romantic Camera 

The Realistic Camera 

The Intimate Camera of 
Harold Feinstein 

The Story-Telling Camera 

The Portrait Camera 

The Nature Camera 

The Glamour Camera of 
Don Ornitz 

The Casual Camera 

The Color Camera 

The Action Camera 

The Imaginative Camera 


BEST OF ALL—you'll profit from a spe- 
cial section on the most important camera 
of all—Your Camera. A helpful guide to 


learning from the photo masterpieces of 
others! 


. BUY YOUR COPY OF THE 
: ayy : 1958 PHOTOGRAPHY ANNUAL 


on sale everywhere September 19 
—only $1.00 





Egg Owner 


(Continued from page 43) 


nickname Egg. | walked around it onc 
but the change in angle didn’t help, There 
was something of Professor Beebe's bathy 
sphere about it Certainly it looked bette 
qualified for excursions on the ocean floor 
than for shopping trips in Connecticut 
Obviously it was related more to airplanes 
or motorscooters than to automobiles. The 
construction was typically aircraft: a tu 
bular steel frame covered with sheet metal 
glass and canvass. Such a concoction had no 
place in my life. I could see litthe method 
behind such Teutonic madness 

The salesman was smart. He said very 
little, but what he did say hit home I his 
is the perfect answer to second-car necds 
It’s fun to drive, safe, economical, takes 
half the parking space of a conventional 
car, does sixty with ease, and you'll get 


forty miles to the gallon. Also, anybody 

but anybody —can aflord it.” lo hea 
him tell it, the Egg was kind of a poo 
volks’ Volkswagen 


than its formidable rival from Wolfsburg 


costing some S800 less 


1 asked what the exact delivered price was 
(the ads had said S998, but we all know 
what that means) , and the salesman spoke 
right up: SELOO with radio and a few extras 
I said no. In addition, | tossed in a litth 
philosophy: while the Egg was certainly 
not a conventional vehicle, / was a con 
ventional man. This had less than no 
effect. The salesman countered with the 
“take her for the weekend 


to buy” ruse 


no obligation 
He didn’t even take us for a 
demonstration — ride just presented us 
with the owner’s manual (in German) and 
left via taxi 

Phere it sat, cluttering up the driveway 
What could | dor 1 decided to become 
better acquainted with the little devil 

Lhe Old World craftsmanship was im 
mediately evident—no_ file, marks, no 
paint drippings around the edges, no sloy 
enly metal work 


thing was 


I had to admit the littl 
beautifully made But the 
thought of a head-on collision with even a 
bicycle was paralyzing. 


Getting in was no problem the whol 
front end opened wide and we just walked 
in, turned around and sat down. Me, my 
wife and the smallest of the three kids. | 
began by crushing my good hat, and a por 
tion of my head, against the tubular cross 
member over the driver’s seat. My own 
fault, everybody said. The engine started 
up very quickly and had the sound of a 
power lawnmower, only deeper. It turned 
out to be directly under the seat, and it 
produced a full thirteen horsepower. Lhe 
hand brake was located just under my lett 
thigh. At least you couldn't forget to ré 


lease it before moving off because you 
couldn't get at the clutch until you did. In 
fact, you could never forget it completely 
even when it was off 

Brake, clutch and accelerator pedals wer 
where you'd expect to find them, only 
smaller. The gear shift lever was on the lett 


(Continued on page 65) 








TOURING AIDS 


LIGHTWEIGHT 
LEAK-PROOF 
GAS CAN 






A thin 5-liter emergency gas can which will 
fit in a small space has pressure-sealing 
neoprene gasket in cap. Handle lifts to form 
handy pouring spout $8.50 


KAFFEEMASCHINE 

FOR INSTANT =A EX. 
COFFEE 
TEA 
COCOA 





Attaches to any dash, heats water quickly, 
whistles when hot 


6 Volt 1-cup $12.95 
12 Volt 1-cup $12.95 
12 Volt 4-cup $14.95 


$09 


VDO INSTRUMENT PANEL 


Fits into dash grille of VW, gives constant 
reading of generator output, oil temperature 
and fuel level a real help on long trips 
VDO are original equipment suppliers. for 
VW, same high quality. PANEL UNIT $38.20 





Ammeter only $4.35 
Fuel gage $13.95 
Oil Temp gage $17.95 
Panel only $1.95 


ACCESSORIES 


11704 E. Ventura Bivd. 
Studio City!0, California 


Your Headquarters for Porsche and Volkswagen 
accessories. . 


U.S. Distributors for 


Englebernt 


The world’s finest 
tyre Competition ‘P’ 
— Racing Stabimax 
~—Sport Volumax 
Touring 





Western Distribu- 
tors for 


Oilgum 
Motor Oils 
Non-Detergent 


H-D 

Diese! gradients 
$-1, S-2, S-3 
“Choice of Cham 
pions 
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Ecliths 


POST OFFICE Terry 
BOX 1221 (Often {-1 5-4 


COOL WASHABLE SEAT 
COVERS FOR IMPORTED CARS 


Terrycloth Corduroy 
$ 9.9 $12.95 


BAKERSFIELD 
CALIFORNIA 


VW front seats (2) 
VW rear seat 

Porsche Cpe. & Conv. 
Karmann Ghia 

MGA & TF 

MG-TD, TR’s & Healey 
Jaguar XK-140-120 
Mercedes 190SL : 
VOLVO FRONT SEATS (2) 9.95 
Specify color: Solid colors in Terry; 
Beige, Charcoal, Red, Gold. In Corduroy; 
Silver, Charcoal, Red, Tan, Blue. Stripes in 
Cord; Red & White, Tan & White. 


Give make, model & year of car 


11.95. 
11.95 
9.95 
9.95 
11.95 
10.95 


Silver, 


Postpaid if remittance accompanies order. 
California residents add 4% tax. 











SPORTS CAR COLOR SLIDES 
Beautiful 35MM slides of outstanding cars and 
drivers. Featuring magazine cover pictures. 
Set 6. Ferrari Mon- ,... 
za, Austin-Healey- 
1008S, A.C. Ace- 

Bristol. Set 7. Mer- * 

cedes 300SLS Shel- 

by 3 Litre Maserati 

Concourse “C” type 

Jag. Set 8. Maser- ti 
ati 1.5, R.S. Porsche Spyder, Conquest special. 
Set 9. 3 views of the new SS Jaguar. 

Sets 1; 2; 3; 4; and 5 are still available 
$1.50 per set of three ppd. 
CARLYLE BLACKWELL STUDIO 
2110 Laurel Canyon Bivd., Los Angeles 46, Calif. 


2a 
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Is your leather or plastic 
upholstery faded or worn? 
RamCote restores the 
Original color and texture 
to your car's upholstery. 
You can change color, 
too! Available in eleven 
standard colors and clear. 
Any shade obtainable by 
inter-mixing colors. Easily 
applied, brush or spray. 


RAM(@oOTE 


FLEXIBLE 
FINISHES 


Restores — Colors 

Protects Leather, 

Leatherette and 
Vinyl! Plastic 


Won't chip or pecl. Water- 
proof — fadeproof. Use on 
Luggage, Sports Equip- 
ment, Lounge Chairs. etc. 
See your local dealer or 


w 


rite for FREE informa- 


tion and color chart. 


Chicago 21, Ill. 


RAMCOTE PRODUCTS 
1141 W. 69th St. 
Dept. SC 10 





Sports Car Owners / 


ee ee 
Resistant, Shock- 
Protected, Chrono- 
graph, precision- 
built and designed 
for all your timing 
requirements. 


At your local dealer 
Send for catalog 
Jardur import Co., 874 B'way, New York 3, N. Y. 





Mercedes Benz Grand Prix (W196) 
Construction Kit $1.95 


Made in England. Meas- 

ures approx, 6-1/2 inches 

to Scale. Heavy plastic. 

Easily assembled with 

parts, racing numbers and 

cement provided. Only tool 

needed is a pair of scissors. 

Also availabie now. ‘‘D’’ Type Jag- 

uar and Aston Martin D8 3S kits at 
$1.95 each. Other kits to follow soon: 
G. P. Connaught, Lotus Mk 11, G. P.  4¢ $1.95 to 
Ferrari, G. P. Vanwall, Cooper 500 Mk D . 

9, G. P. Maserati. ept.10, 
R. GORDON & CO., Inc., 32 E. 59th St., NY 22, NY 


Send 
remittance 
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to be the brake. Horribly, it turned out to 
be the gas. The car shot like a_ bullet 
straight off the road and down a steep 
bank. Fortunately, von ‘Tripps suffered 
only a misplaced vertebrae, but he will 
have to be on his back for at least a month. 
Ihis little incident scratched one race that 
would have been extremely interesting— 
the 3 liter Ferrari vs. a horde of well-driven 
300SL’s, a car that the Niirburgring attracts 
like bees to honey. 

Porsche Carerras were storming around 
the ‘Ring during practice in 11'15”. 
Straehle, the man who won his class in the 
Mille Miglia, did 11’14.4”—an average of 
75.4 mph. This is really moving when one 
considers that the fastest SL’s were aver- 
aging only 77.3 mph. 

The race itself got off to a fantastic start. 
Brooks, dashing across the concrete in the 
Le Mans start, was the first one to get his 
car rolling, and by the time the rest of the 
boys were under way he was darn neat 
half way into the South Curve. Moss had 
a bad start, as did Hawthorn. Thrashing 
after the flying dentist was Peter Collins 
in the 4.1 Ferrari and Harry Schell in the 
4.5 Maser. One lap around the Niirburg- 
ring takes the better part of 10 minutes in 
a quick car, and as the mass of roaring 
iron came barrelling down the straight 
past the pits after two laps it was still 
Brooks out in front. Harry, however, had 
managed to close the gap down to ten 
seconds. But the real sensation was Magli- 
oli in the RS Porsche. Leading all the Jags, 
the Italian was averaging 78.7 mph right 
from the beginning! 

Now it was Moss moving up—as was 
Hawthorn—passing everybody on the right, 
on the left, climbing over them if necessary 
to get by. On his eighth lap, Stirling went 
by the pits with a lead of just two seconds 
on Brooks. The order was: Moss; Brooks; 
Schell; Collins. Then Maglioli did it again 

the announcer gave out the word that on 
his 7th lap he had averaged 81.4 mph. 

Moss managed to stay in front of the 
Aston for two laps. On his third time 
around in the lead, the 4.5 decided that it 
had had enough. As Stirling flew through 
the fast left hander coming out of Scheal- 
benschwanz, a rear wheel came off—half 
shaft and all. The car spun, following the 
curve of the road, and ended up in the 
ditch. Chalk one four-five; only one left—in 
the hands of Harry Schell. 


Brooks got his “steady” signal from the 
pits, as he was now running with a com- 
fortable margin over Schell. Parnell and 
Wyer, both guiding the Aston team, were 
in close touch with the situation. Ugolini 
decided that he'd better get Fangio into 
that remaining 4.5, but quick; Schell was 
called in, and the two men switched. Mean- 
while, Moss had gotten a lift back to the 
pits and was waiting around for another 
Che order then, two hours after the 
start: Brooks; Collins; Hawthorn; Fangio. 

The two Ferraris made no impression on 
the Aston. This was on the twelfth lap, 
and Fangio had 2’42”. to make up on the 
leading car. On the seventeenth lap, Fangio 


Car. 


pulled into the pits, with oil dripping out 
the back. The oil tank mounting had come 
adrift, ending any further threat 
Maserati. 

The four-fives had literally torn them 
selves apart on the Niirburgring; only two 
three-liters were left, and one of these was 
having suspension difficulties. The 
was called in and Moss took it over. 

Noel Cunningham-Reid was now driving 
#14 Aston. The Jaguars were circulating 
at a very reduced pace, David Murray 
having told them to finish. Archie Scott 
Brown never did get into the seat of his 
Jag, as the owner crashed it early in th 
race. 

At halfway point the order was: Brooks 
Cunningham-Reid; Hawthorn-Trintig 
nant; Collins-Gendebien; and Maglioli 
Barth in the storming Porsche. Afte 
completion of the 29th lap, Cunningham 
Reid stopped for a few seconds in the pits 
to let Brooks take over till the end; the 
\ston had a lead of over 4 minutes. Brooks 
got in and continued, holding his lap times 
to a quiet 10'17” or thereabouts despite th 
fact that Moss, back in eleventh place in 
the 3 liter, was turning a steady 9’50”. But 
he had no hope in catching the big cars 
even after letting Fangio have a go. 

And so it ended—the Aston-Martin 
crossed the finish line 4 minutes 13.7 sec- 
onds before the Collins-Gendebien Ferrari 
It had been Aston-Martin’s race from the 
very outset, and a win that everybody was 
sincerely happy to see—even the losers. As 
Moss said after the race, “if anyone is 
going to beat us, I want it to be Brooks.” 

Aston clean as when she 
started; nary a drop of excess oil and both 
drivers were spotless. The other DBRI had 
been giving Salvadori and Leston gear box 
trouble, accounting for its sixth place 
position. The winning DBRI had neve 
really been extended except in the early 
laps. After establishing his lead, Brooks 
slacked off considerably, his race average 
dropping from 85 mph in the beginning to 
an overall average of 82 mph. The 4.5 
Maseratis were a dead loss, as they pounded 
themselves to death. Fantastic brakes and 
gobs of torque just didn’t make any im 
pression on the 3 liter cars. The DBRI, 
incidentally, is a dramatically noisy ma 
chine-—almost as harsh to the ear drums as 
the Formula I Ferrari-Lancia. 

Many of the 300SL’s and smaller Gran 
Fourismo “also rans” got in the way of the 
big cars, and several D Jag drivers voiced 
heavy criticism against the SL’s in partic- 


from 


othe) 


#14 was as 


ular. In all fairness, however, in a relativel 
narrow course such as the Nirburgring, 
where taking the right line for a given 
corner is a matter of plain survival, ove: 
taking troubles are unavoidable. The one 
troublesome SL, driven by Riess and 
Schock, was the fastest Merc of all. In fact, 
Riess is the boy who led the Mille Miglia 
last year for a good bit. He obviously 
thought to himself, “I should move ove: 
for a Jaguar, huh?” 

The 
splendid organization, no one got hurt, 
and a popular and brilliant young driver 
won, showing the Italians for once how to 
prepare for, how to run, and how to win 
an endurance sports car grind. The overall 
results are not really so surprising when 
analyzed. 


race Was a success In every Way: 


Jesse Alexander 

















Egg Owner 


(Continued from page 63) 


and seemed to grow out of the front wheel 
well. There were four forward speeds and 
reverse—each well marked and the whole 
thing just the opposite of any pattern you 
might already know. And all done with the 
left hand. A lot like BMW motorcycles, my 
son told me 


With much ado, we were off . with a 
neck-snapping lurch. I didn't quite have 
the “feel” of the clutch, and my feet were 
obviously too big. Once running, howeve) 
things went pretty well. I was immediately 
surprised at the sense of security and sta 
bility the Egg induced. There was nothing 
flimsy about it, despite its lightweight con 
struction. Felt so good that I quickly lost 
control at the end of our driveway and 
entered the highway broadside-to. In sight 
of family and friends. Unfazed, I shifted 
up to second, making mild passes at fourth 
and reverse on the way, and settled down 
to a cruising speed of about seventeen miles 
an hour. 


You have to drive an Egg to believe it. 
Words alone will not do. It was a lot like 
riding in a portable fishbowl. Steering and 
handling turned out to be lots of fun. Find 
ing true third and then even fourth, I got 
her up to fifty, then almost to sixty on a 
slight downhill grade. For several] brief 
moments I felt master of my fate. But it 
didn’t last. Heading for home on a second 
ary road, I found that rough stretches of 
pavement produced a profound pitching 
and yawing, and it was necessary to slow 
to twenty-five in order to survive. The 
wheels were very small—4.80-10’s—and the 
Egg handled like a large baby-buggy ove) 
loaded with groceries 


Ihe salesman had said much about the 
Ege’s “lively” performance. What is “lively” 
to one man is snail-pacing to another. Fo) 
tunately, I’m a snail-pacing kind of guy. 
Whatever may be said of actual perform 
ance, it sounded like it was really moving. 
{nd up to about thirty, I guess it really 
was. The engine seemed to be quite slow 
running, and you knew it had only one 
cylinder, It was enough to keep you from 
being run over, but not much else. 

When the salesman returned Monday 
evening, I was convinced: we didn’t want 
an Egg. The salesman was glib and, to the 
rest of the family, convincing. I ended up 
signing on the dotted line—but for only 
one very good reason. The Egg was so 
scuffed up from the weekend's trial runs 
that I was ashamed to return it. No obli 
gation to buy—indeed! 


We owned an Egg—perhaps the frtrst in 
all Connecticut. And for the first week 
everything went well. While the novelty 
lasted, my wife and kids couldn't sec 
enough of our shiny red scootermobile. 
Each evening I'd come home to find the 
driveway crowded with teen-agers taking 
turns at the wheel. 

But by the weekend, things had changed 
The Egg was to be mine. Wife and kids 
wanted the Ford back! 


“What do you mean, /’ve got to use it? 
We bought it for you and the kids, remem 
ber? For going to school and doing the 
shopping.” 

My wife’s reply was devastating in its 
lack of logic. She and the girls found the 
They felt funny, stared 
at, self-conscious, too out of the crdinary! 


Eee embarrassing 


The girls simply refused to be seen in it: 
“Mom, if you're driving the Egg, don't 
bother to pick us up. We'll hitch a ride 
home.” My wife’s bridge club friends con 
curred: the Egg was an eyesore. What's 
more, my mother-in-law forbade my wile 
to drive it on Main Street — it brought 
shame on the entire family, That was the 
killing blow. 

The Egg was mine, for better or worse 
by popular demand. My keys to the Ford 
were confiscated. It was either the Egg on 
nothing. Reluctantly, I set out to make 
friends with it. After all, it stood between 
me and the train station. 

The Egg’s attention-getting properties 
were its most serious drawback. It wasn’t 
just transportation, every ride was an event 
Suddenly I was an object of public ridicul 
and merry-making simply because I'd had 
the ill fortune to inherit a beastly little 
freak from across the seas. People stared 
Not just the children, but the pointing, 
gesturing, gesticulating well! 
Some 


parents as 
shouted words of encouragement 
Others treated me like the brave, demented 
fool I must have been. 

With no warning, I found myself travel 
ing thirty miles per day by Egg—fifteen to 
the station, fifteen back. At first even the 
simplest maneuver was a Challenge. I'd 
have been as much at home in the Nauti 
lus. I couldn’t tell which gear was most 
appropriate at which speed. I'd try second, 
decide the engine noise level was too high, 
find third, discovei 
fallen off to twenty 


that my speed had 
miles an hour, and 
return to second and those screaming gears 
again. First was hard to find when you were 
at a standstill and impossible to engage 
when you were moving. Second was hard 
to find when moving, and you didn’t want 
it from a standstill. Neutral seemed to be 
most effective of all. 

\rrivals and departures were a night 
mare. On the open road you could always 
ignore the idle threats and exortations of 
passers-by. But at the station, where you 
actually had to get out and lock up or un 
lock and get in, you were vulnerable. I pre 
pared some stock replies. “Yes, J like it.” 
Or, “She is a pretty little thing, isn’t she?” 
Or, “Gets me where I’m going, and that’s 
the main thing, now isn’t it?” Or, 
“Wouldn't be without one — actually, this 
is my second.” It helps if you're a born liar. 

Performance—or the lack of it—became a 
matter of constant embarrassment. English 
racing bikes, some of them with 
women aboard, made a habit of whipping 
by me on a particularly bad hill neat 
home. I ended up going miles out of my 
way to avoid the field of combat. 

Radio reception was poor, so I had one 


mere 


continued on next page 














Division of Brigham-St. John “S 


FOREIGN & SPOR1. 
Parts and Accessor. 


WINGS 
FTare| 
SUN 

VISORS 


Thick plastic wings wil! not interfere with side 
curtains or top. May be attached without drill- 
ing holes. Fittings are solid brass, machined 


Austin-Healey, Jaguar, Mercedes-Benz, 


Nash Metropolitan $19.95 pr. 
MG, Triumph TR2, TR3 16.95 pr. 
Visors are made of polarized plastic. Machined, 


solid brass fittings; triple chrome plated. No 
holes to drill. 


MG, Triumph TR2, TR3, Each..... i 





Made of sturdy, tubular steel, triple chrome 
plated for weather-proof wear. Cleverly de- 
signed fittings simplify installation 


MGA, Austin-Healey, Jaguar, 


Triumph TR2, TR3, Thunderbird .-.-$39.95 


GRILLE 
GUARD 
FOR 
“MGA” 





Curved solid steel bar is machined flat to fit 
spring steel support bracket. Brackets are 
sturdy, one piece construction. Fits onto exist- 
ing bolt in frame. Simple to install, no holes 
to drill. Complete with instructions. Triple 
chrome plated for weather-proof wear....$29.95 





DeLUXE 
SPORTS 


CAR 
4 
CHAINS 











Reflects pride of ownership. Keys and chains 
are 18 karat gold plated with lustrous baked 
enamel sigs. For MG, Jaguar, Volkswagen. Spe- 
cify number on your ignition key when ordering. 
Key Chains ss dadidadcatingnted danas naialiladak ieee 
ig Ee eee 1.50 


DRIVING GLOVES Men-—Women 


Luxurious, high quality kid. 
y Made in Germany. Ribbed 
palm, perforated back. 
Choice of tan or black. Half 
sizes for women from 6 to 
9. . for men from 8 to 12. 








$5.95 pair 
Racing Gear, RALLY, LUCAS, Etc. 
Send for big, illustrated | 


96 page catalog. Complete 
listing on parts and equip. 

Only $1.00 
(Refundable in full with 
first purchase) 


Dept. s-10 

7715 Melrose Ave., 

Los Angeles 46, Calif. 
Division of BRIGHAM - ST. JOHN, Inc. 
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SPORTS CARS ILLUS TRALD 


OCTOBEP 


4 


e 





RATE: 25¢ per word. Minimum 10 words. Jan 
uary issue closes October 16th. Send orders and 
remittance to: SPORTS C a ILLUSTRATED 
366 Madison Avenue, N. Y. 17 





FOR SALE 





BUILD Your Own Supercharger — Complete 
plans and instructions, $1.00. Alanne Products, 
Box 135, Watertown 2, Conn. 

JAGUAR owners, Healey owners: Stainless Steel 
Flexible Exhaust Tubing Permanent replacement 
between exhaust pipe and muffler. Complete 
with heavy-duty mes. Healey $5.50, Jaguar 
$5.95 (modified requires two) postpaid. Quan 
tity inquiries invited from dealers. Wilco, P.O 
Box 1128-S, Rochester 3,  & 

MAGNIFICE NT full paras prints. World Fa 
mous Sports Cars, 6 large 12 x 14” suitable for 
framing, value over $12, only $1.50 postpaid 
Borden Publishing Company, 3077 Wabash Ave. 
Los as Angeles 63, California. 





FOU R Speed “Corvette gear boxes. Will replace 
powerglide or 3-speed transmission. Suitable for 
other installations. Write for full details. Devin 
Enterprises, 44500 Sierra Hwy., Lancaster, Cali 
fornia. Phone: WHitehall 2-4719. 





‘LOOK Out There’ s A Little Car Behind. You.’ 
Place on ‘windshield of Detroit Iron parked in 
front. Saves you or your sporting car friend many 
bumps, gets smiles. Pad of 200 — $1.00. Auto 
Borne Specialties, 152 Lyons Ave., Newark 12, 


SPORTS Car Sketches = 8x10 pen & ink draw 
ings. Ideal gift for the enthusiast. 300SL, Ferrari 
D-Jag, XK140, AH100S, TR-3, Porsche, VW, 
MG-TC-D-F-A. Complete set of 12 prints $5.00 
Any 4 $2.00. No C.0.D’s. Ed Wood, 8310 Hood 
Drive, Richmond, Va. 


VOL LKSW. AGE N Traile r Hitches. Designed espe 
cially for the VW- Hitches to fit sedans, ghias 
and transporters. $22 & up, can be chrome plate d 
for an additional $5. Easy to install — no special 
tools needed. Order from Grand Prix Motors & 
Mfg. Co., 700 N. State St., Big Rapids, Michigan 
Dealers inquiries invited. 
BUILD your own fuel injection and supercharger 
— complete plans, instructions $1.00. “‘H’’ Box 
108, Piqua, Ohio. 





AUSTIN Healy owners! Imported, International 
Driving Plate. Black letters ‘‘GB’’ on white 
background on 9” aluminum plate. $2 each 
Money back guarantee. Continental Tags, 22 
Chester Drive, Yonkers, N.Y 


RENAULT Owners! Imported International 
Driving Plate. Black letter ‘‘F’’ on white back 
ground on 6” oval aluminum plate. $2 each. 
Money back guarantee. Continental Tags, 22 
Chester Drive, Yonkers, N.Y 





AUTOMOTIVE EQUIPMENT 


THE Truth about Speed-Power-Mileage Equip 
ment. Free Catalog. Write! Almquist Enginee: 
ing. Milford SC2, Pennsylvania. 








SPORTS CAR BODIES 


FIBERGLAS Sports Bodies — Easily bolts on 
Crosley, Fiat, ete. — $295. Jaguar, Ford, Chev 
etc. — $495. Free Brochure. Almquist Engineer 
ing, Milford SC4, Pennsylvania. 








MISCELLANEOUS 


BINOCULARS repaired, all makes and models 
Authorized Bausch & Lomb, Zeiss, Hensoldt 
and Bushnell dealer. Tele-Optics, 5514 Lawrence 
Chicago 30, Illinois. 





NOW Dismantling — All types foreign cars 
Jaguar, Porsche, VW, MGTD, MGTC. MGTF 
Alvis, Anglia, Austin, Healey, Consul, Hillman, 
Jowett, Morris, Renault, Rover, Singer. Sun 
beam, TR-2. All inquiries welcomed. We deliver 
anywhere. ae Way Auto Wreckers, 12643 
Sherman Way, No. Hollywood, Calif. Po-50360 
St-75479 


EARN: High Pay: Jobs in South America, the 
Islands, USA, Europe, Canada, other foreign 
countries. All Trades, Mechanics, Truck Driv 
ers, Laborers, Office Workers, Engineers, etc. 
Chance to travel. Fare paid if hired. Applica- 
tion forms. Free information. Write Dept. 126, 
National Employment Information, 1020 Broad, 
Newark, New Jersey. 





Egg Owner 


continued from preceding page 


of those long, whip-type antennas rigged 
up in back. This was a mistake. “Hey, 
fellah, what are yuh? Radio controlled o1 
somethin’?” Or, “Watcha got there, Mister 
one o’ them intercontinental ballistics 
missiles!” I took to working late at the 
office in order to return home after dark. 
Parking was no problem—the Egg being 
only 71% feet long, 414 feet wide and (in 
case you wanted to park it under some 
thing) 4 feet and 414 inches high. How- 
ever, at the station it was important te 
park well back in the parking space and 
not with the front bumper against a retain 
ing rail, as others did. Otherwise a few un- 
suspecting souls would turn confidently 
“empty” 
last tire-screaming moment—the Egg. 
\nd there was the matter of the surrep- 
titiously planted notes. For the first month 
I'd leave the train, walk to the Egg, and 
find several “good-natured” messages undei 


into an space, only to find at the 


the wiper blades. Some were scribbled on 
business cards, others on the backs of old 
envelopes, others on wives’ shopping lists. 
Some were even typed in advance — prob 
ably dictated to some highly amused secre- 
tary. “Got to hand it to you, Mac—you got 
guts!” Or, “What's it going to be when it 
grows up?” Some were frankly insulting: 
“Your car (?) here plus $3000 cash and | 
can put you in a brand-new Chevy Six 
Lwo-Door. Act now—the market for yout 
bug can’t last!” 


Yes, the Ege 


ge seemed to induce high 


spirited playfulness pecple of all ages. 
My wife and I left the movies one evening 
to find our poor litthe Egg beached high 
and dry on the sidewalk, carefully wedged 
between a store front and conventional cai 
parked at the curb. College boys, the thea 
ter manager said. After all, the Egg 
weighed less than 800 pounds—a small load 
for four or five healthy young men. We 

the manager, four or five healthy young 


men, and I—moved her back into the street; 


and we—my wife and I—learned to watch 
rv. 

Unable to beat the Egg—no pun in 
tended—I joined I stopped fighting the 
The change was psychological. I 
bought one of those natty caps with the 
belt in back and found it gave me more 


(If you're going to act like 


situation, 


self-confidence. 
a fool, might as well look like one, too.) 
Soon I didn’t mind being stared at—in fact, 
I encouraged it by smiling openly at othe 
motorists. | took to doing extva shopping 
on weekends just be seen around town 
more, l-acted as though there was nothing 
to be ashamed of. 

I learned a few tricks of the trade and 
applied them regularly with good effect. 
Parking nose-to-the-curb between two con 
ventional cars, for instance. Preferably on 
Main Street. This was a real crowd pleaser, 
especially on Saturday mornings in front 
of the hardware store. 

When fortunate enough to have a pas 
senger new to the Egg —and believe me, 
most passengers were —I went through 
another good piece of stage business. Be 
hind the seat was a control not found in 


PRINTED IN U.S.A. 


“ordinary” cars —the reserve gas supply 
(There was no gas gauge, and the mai 
tank held only three gallons enough fo 
maybe 180 miles. The reserve tank hek 
another eight-tenths of a gallon.) At th 
first noticeable miss of the engine, I'd sa 
to my passenger, “Oh, oh — time to switk 
reach back—withoi 
mind you—and flip the lever, A 
Wonderful ettec 
Then the inter-office memo came fro: 


over to the reserve,” 
looking, 


very professionally done. 


the Boss. He and I had never been close 
matter of fact, we'd only met once, the da 
I was hired. Now he wanted us to come 
supper. Scrawled at the bottom of his not 
were these ominous words: “And_ brin 
along that thing of yours. Want to see jus 
what you've been up to.” 

We drove the six miles to the Boss’s plac 
in a state of panic, 
mitted a breach of etiquette and socia 


Obviously we'd com 


good sense by acquiring our Egg. Now w 
were going to pay for it. We skittered to a 
noisy stop at the Boss's front door, pre 
pared for disaster. 

Surprise, surprise—the dinner was a hug 
success. I made one bad mistake—giving th 
Boss his demonstration ride before supp¢ 
and after two drinks. He couldn't g 
enough of it. One ride around the neigh 
borhood and he asked to solo. After 
couple of ear-shattering gear changes (hy 
didn’t understand the clutch either) hy 
had the hang of it. After fifteen minutes 0 
sprints around his long circular driveway 
he had mastered what owners call “th 
Isetta slide” and gone on to bigger an 
better things. I’ve never before seen a mat 
so quickly and willingly seduced by a piec 
of machinery. 

Three days later and mine was not the 
only Egg in our part of Connecticut 

Today, if I may say so, Iam a new mai 
Ordinary, except for my Egg. Where on 
my Egg and I were strictly an odd-ball com 
bination, today we are a much-respected 
even beloved landmark in the communit\ 

Today, in my quite way, I am something 
of a civic leader. Uhrice | have been hon 
ored at luncheons proclaiming my virtues 
as a pioneer, a pace-setter, a man who 
despite initial Opposition from certain 
bigots and narrow-minded reactionaries 
led the way to a more civilized, sensibl« 
mode of transportation. I have been elected 
to the Chamber of Commerce, the Civic 
Betterment League—and yes, | am_ presi 
den of the local Isetta Owner's Club. Truly 
I have prospered in business, in my com 
munity, at home. 

I blame it all on the Egg. 

People no longer laugh at my Egg. Mos 
sensible machine, they now say. Shows lo! 
of common sense — and a good dash ¢ 
Yankee ingenuity. There’s just no sense | 
driving some gigantic sedan back and fort! 
to the station. Yes, sir, most sensible ma 
chine. 

Iam happy to report that we have even 
had our first exclusive Egg Owner accident 
-a breath-taking collision right in the 
station parking lot. [wo broken headlights 
a dented body shel] and some scratched 
paint. The two participants were secn to 
That's 


what Egg-owning can do to you... I 


embrace moments after the crash. 


mean for you. 
Brown Meges 























Turbine engine for your car? 
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Renault's experimental Shooting Star clocked at 191.2 mph—faster by 40 mph than any previous turbine-powered car! 








The Shooting Star is just one phase 
of the Renault research program 


that also produced the most 





up-to-date cars on the road today. 





You'll find the 1957 Dauphine 


powered by Renault’s famous 








“Ventoux” internal combustion 
rear engine-—is a giant step ahead 
of every other low-priced 

family sedan in easy handling, 


fuel economy and all-around 


roadability. See and drive the 7 


° ° ° 5-passenger, 4-d d $ 6 * 
amazing rear-engine Dauphine at passenger, ¢-door sedan $7] GH AEY* og wvic 
*Whitewall tires, Ferlec automatic 
’ ! h, Radio— i | extr 
your nearest Renault dealer’s. Se. ae ee 


RENAULT OF FRANCE 


Direct Factory Branch: 425 Park Avenue, New York 22, N. Y. 
In Canada: 1427 Mountain St., Montreal 25, P. Q. 


Shooting Star illustration courtesy Longines, 


official timepiece for the Renault record run. 





Dealers from Coast to Coast 














JAGUAR 


THE NEW XK-150 GRAN TURISMO HARDTOP COUPE 


a Pe OE 


Continuing in a great tradition, Jaguar competition cars recently have achieved the most dramatic 
victories in the entire history of racing. These tests of endurance are the proving grounds for 
Jaguar dependability and safety, now combined with classic styling and incomparable elegance 
in the Jaguar XK-150 sports touring car. 


This Jaguar ensures you the maximum safety of four-wheel disc brakes, the first production 
line car in the world to be so equipped. It may now be seen at Jaguar dealers, Available with 
automatic or manual shift. Jaguar Cars North American 
Corporation, 32 East 57th Street, New York 22, N. Y. 
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